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number of pressure boxes usua'ly employed on a train of cars. 
It is made in halves, and embraces at the joint, where it is 
bolted together, the Sones of a duuble corruga’ flexible 
diaphragm, making an air-tight joint. The fluid to be 

for operatmy the brake pressure boxes is — above 
the diaphragm, and the pressure from the boiler is applied be- 
low. As the pressure on either side will be the same during 
ite operation, the medium is therefore a mere separator, pre- 
venting the duids on either side of it from commingling. For 








On a New Hydraulic Railroad Car Brake. 


[By William M. Henderson, Philadelphia, A paper read before the 
Franklin Institute October 15, 1874.] . 

The principle involved in the operation of this brake is that 
of bydraulic pressure, and the motive power is derived directly 
from the steam-boiler of the locomotive, and under the cuntrol 
of the engineer, 

There is first a three-branch or two-way cock placed under- 
neath the foot-plate of the engine, its plug actuated by a stem 
carried up through the foot-plate, and furnished with a hori- 
zontal lever at top, carrying an index pointer, traversing a 
quadrant plate marked on and off, with gradation marke fe 
tween, as a guide to the engineer in operating the brakes ; 
and there is also a small pressure gauge, placed conveniently 
before him, to show him the pressure he is applying. The 
nozzle of the cock, marked 1, is connected by a short piece of 
wrought-iron pipe directly to the water-space of the boiler ; 
the opposite nozzle, marked 2, is connected by wrought-iron 
pipe and flexible hose connections, furnished with valvular 
couplings between the cars, as usual in such and leads 
directly to pressure boxes placed between the e-beams of 
each truck: the third cen E ny marked 8, is connected directly 
to the water-tank supplying the boiler with water. : 

The construction of the pressure boxes is as follows: A 
cylindrical veasel of cast iron is furnished, cn py py be at 
either end; it is about 9 inches in diameter and 8 inches deep, 
the inner diameter being about 5inches, Two flexible dish- 
shaped diaphragms are next introduced, back to back, 
having about halt an inch space between them, and are 
secured in position by rings bolted to the drum, 
making an air-tight joint. Into the in of the dish- 
shaped digphragm are fitted two rams, working in pen 
directions ; these are bolted by rectan flanges to the cen- 
tre of the brake-beams, carrying the brake-shoes, Guide-rods 


the non-freezing fluid, aoe and water in equal is 





are also provided to support the drum in position relative to 
the rams; those are simply two pieces of % round iron, puass- 





preferred. which is sate at 30° below zero, (Glycerin 
itself never freezes.) The gly 
the main | a short tub connection, furnished with a 
stop-cock, ZH. Leading away from the other end of this cham- 
ber is another tube connection, making an advanced connec- 
tion with the main, and is also ed with a sto F. 
Between the emp of junction of these two connections there 
is placed another sto k, G. When the cocks F and F are 
shut and @ epened, the brakes will be operated entirely by 
water from the tender tank. When the cooks H and F are 
opened aud @ is shut, whatever fluid is used to operate the 
brakes must come solely from the glycerin chamber. The 
—— from the boiler, acting upon the underneath side of 
he diaphragm, will cause a discharge of the fluid to operate 
the diaphragm of the pressure boxes, as before; and when 
the brakes are let oft this fluid will return to the 
— chamber, the diaphragm making room for it by 
justing itself to its normal state, the water under 
pressure will be delivered into the tender tank precisely as 
previously described, In order that the glycerin chamber 
shall remain at all times fully charged with fluid, a tank or 
reservoir is provided on the tender, containing an excess 
uantity. The pipe proceeting Som this tank to the glycerin 
chamber has a check-valve fit to it, opening towards the 
giycerin chamber, so that this result must be fully accom- 
lished, for if a Hy nos. | should oocur in the glycerin chamber 
m loss by accidental leakage, the loss will be immediately 
made good trom the reservoir, while a disposition for any of 
the fluid to return is instantly checked by the closing of the 
check-valve. 

This brake can be — equally well to the outside of the 
bs ow and is adapte any kind of truck, either four or six- 
wheeled. 

As compared to other brakes, the saving effected consists in 
doing away with the steam-pump and receiver, all cylinders, 
eo. stufling-boxcs, lever-rods and springs, all packing lu- 

oricating, ad a total exclusion of dust, 
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give correct readings, provided that there be no wind and care 


be taken to balance the rod on the centre of its foot. 

But for carefal and accurate work the rod should be made 
truly vertical by some means certain of accuracy in all cases. 
None of the methods dascribed by your correspondents would 
answer with a Y level, because the leveler would be able to 
plumb his rod only in one direction, and would have no means 
of knowing whether the rod ieaned to the right or to the left. 

Now to plumb a rod accurately and conyeniently take two 
heavy 30° triangles, nail them together at their longest edges 
with their shortest edges at right angles to each other; then 
upon these two shortest edges fix two small spirit levels. Fas- 
ten a strap to this contrivance and let the rodman sling it over 
his shoulder ; apply it to the edge of the rod, and the rou may 
be plumbed easily and without loss of time. - 

In principle this is nothing new. Boston rods have in some 
instances been made with levels attached to them. wt 





To THe Eprror oF THE GAZETTE: 

Some of the contributors to your columns concerning the 
above in the late discussion mention that it is customary 
where considerable accuracy is desired to attach to the rod a 
frame containing two bubbles set square with each other and 
adjusted carefully, so that the rodman can hold the rod plumb 
to a certainty. On rods requiri .g immersion, two such frames 
may be convenient. With the aid of a light stick used as a 
brace no difficulty exists as regards holding the rod steady. 

It may not be generally known that there is :iable to bea 
difference between leveling rods of the same make as regards 
the position of the target, if it is permanently tixed as in the 
Boston or Hayward rod. This difference has been shown in 
leveling by different parties at the same time over high 
mountains. Starting at the same elevation, the result would 
diverge as the elevation increased, and come together again 
on approaching the elevation of the original starting 
point. The observation of this fact led to the testing of the 
























































ing through lugs cast on the two sices of the drum and 
through the flany es of the rams. 

The operation of this apparatus is as follows: Steam bein 
upin the boiler, and the counections of the main pipe being 
coupled between the several cars, the engineer will turn the 

lug of the oan cock so as to establish a communication 

tween the water-tank and the main, as shown by fig. 4. He 
then passes to the rear end of the train, and opens a small 
air-cock placed at the extremity of the main, and allows 
the water to travel to that point. This it will do by 
virtue of the head of water contained in the tank. When 
the air is expelied, the engineer will close the cock, return 
to the engine, and is then prepared to start. We will now 
suppose the train in motion, and it is desired to apply 
the brakes. The engineer will simply turn the plug of the 
two-way cock so as to make a communication between the 
boiler and the main, as shown by fig. 5. It will be observed, in 
doing this, he will have shut off all communication with the 
water-tank, Now, then, the pressure within the boiler will 
exert ituelf upon the water column, and produce a hydro- 
dynamic pressure equal to the boiler pressure upon each 
square inch presented by the area of the rams, when turned 
on full head; or the pressure to be applied can be varied by 
partially opening the cock ; or a special provision can be made 
in the shape of the valve openings, so as to produce such 
uated result, Taking the usual pressure carried on our 
otive boilers, 120 lbs. per square inch, and aj plying tnis 
Pressure to our 5-inch rams, we have above 2,800 Ibe. of force 
rought to bear upon each pair of wh To take the 
essure off the brakes, the plug of the two-way cock is 

‘arned back to its original position, opening a communication 
4in with the water-tank, as shown b fig. 4. This shuts 

all communication with the boiler, and of course destroys 
the hydraulic pressure. The diaphragms being thus relieved 
will recover their normal condition by reason of their 
Own elasticity, and the beams — the brake-shoes 
will be thrown off the wheels by the springs invariably 
ded for that sepee. The surplus water will then 
“discharge into the water-tank, prevent any waste 
her of water or heat, becoming a part of the feed-water to 
returned to the boiler. There are stops obviously arranged 
between the body of the two-way cock and its plug, in such 
Manner that the plug can never be turned go as to open a 
communication between the steam-boiler and the water-tank. 
in order that the force of applyiug the brakes shall not be of 
he chjectionable concussive or jarring nature, two means 
ve n provided, first, an air-vessel placed on top of the 
pressure boxes, which will furnish a cushion of air to absorb 
*; and, second, springs of rubber or other elastic material 
Placed between the brake-beams and the shoes to relieve it. 

The above-described apparatus is all that will be required to 

nly - a train of cars south of Mason and Dixon’s 
» and wi equally efficacious for about nine months in 
year in the Northern States. To adapt this invention for 

w temperatures, the folowing device is made attachable: 


Sontributions. 


“ Perpendicularity of Leveling Rods.” 





To THE EpiTor oF THE RAILROAD GAZETTE: 

Of late I have noticed several articles in your paper treating 
on the methods of avoiding and “ Eliminating the Error in 
Leveling, from want of Perpendicularity of the Rod.” I have 
had some experience in leveling, and have tried “ swaying or 
waving” a rod, as mentioned by some of your correspondents, 
for the purpose of obtaining the “ shortest rod,” thinking 
that to be the one required. If the point of support of the rod 
was in the same vertical plane as the face of the target, then 
would this be a proper method of obtaining the true reading, 
and the reading thus obtained would be the “ shortest rod;” 
but as on some rods the face of the target is from 1 in, to 1% 
in, from the centre line of the rod, it can be easily demon- 
strated that a reading obtained in this way would be the 
“* shortest rod,” and that it would be less than the true dis- 
tance between the planes. I believe N. has trea‘ed this suf- 
ficiently in his article in your issue of April 4, although an 
error appears in his c.lculations. The difference being .021 
in lieu of .031. 

When close work is required, [ much prefer using the plumb 
and line, that being the only practical way of obtaining the 
desired result, i. e., perfect accuracy. I think that the for- 
mula given by N. is more theoretical than practical, as I have 
never found a rodman that was hab‘tually given to holding 
rod at any certain angle. 8. 


CHARLESTOW N, Mass., April 18, 1874, 
To Tue EpitTor OF THE RaILRoaD GAzETTE: 

Several communications have appeared in the Rariroap Ga- 
zeTTE in regard to the matter of obtaining correct readings 
with the leveling rod. So far, I think, your correspondents 
have failed to bring forward any method applying to all cases. 

Whether the reading be great or small is of no consequence, 
provided that the rod be perpendicular when the sight is 
taken. 

The rodman can plumb the rod roughly by balancing it, 
after it is clamped, so that it shall . tand alone for a moment 
while the leveler sights to the target and sees if it is right; 





cast-iron cylindrical vessel is provided, of # capacity to 
Sontain sufficient non-freezing fluid to charge the maximum 


rods thomselves (in a case known to the writer), when it was 
found that the targots varied slightly in their fixed distance 
from the foot of the rod when compared with each other. 
In this case more than ordinary accuracy was observed. 

These refinements, however, are often used when practically 
unnecessary. For ordinary railroad grading an engineer of 
good judgment can take a pine rod graduated to feet and 
tenths, estimate the hundredths by eye for turning points and 
take surface heights to the nearest tenth,and do as good 
work as is necessary for the purpose. 

Certain errors arising from sun and wind cannot be elim- 
inated entirely—the brass-work will be unequally heated at 
times and irregular refraction will take place; but for or- 
dinary work it does not pay wo notice them, as a general thing, 
so far as my experience goes. 





To THe Eprror or THE RarLRoAD GAZETTE: 

In the Gazette of March 28 appeared three articles, all 
called forth by one in the issue of March 7, concerning the 
elimination of the error in leveling for want of verticality in 
the rod. The originator of the first article having singled the 
firstof the three above mentioned for a special attaek, the 
writer thereof feels called upon to add a few more words, if 
you will permit the space, I will take the points in succes- 
sion : ; 

The basis of “N.’s” method, which he states in his first 
article, is: that a rodman is liable to a certain variation from 
perpendicularity, and that this variation is constant, The 
absurdity of this supposition I attempted to show in my first 
article. He (‘‘N.”) then goes on, in his remarks on the device 
of waving the rod to and from the instrument, to state that 
this may be sufficiently exact for some classes of work, but 
wh n elevations are to be taken with 2-1000 or 38-1000 per mile 
as the greatest admissible error this could not be thought of. 
This accuracy (2-1000 or 83-1000 to the mile), recollect, is to be 
attained, with a rodman holding his rod inclined at the same 
constant angle. This, to my obtuseness, I am free to confess, 
needs further elucidation, But as before let us suppose that 
the rod can be thus held: then, according to his own statement, 
there is but one reading that will give correctness, and he 
must continually have that one, by his calculation, 3.9’; but 
please explain how this is to be effected? There is no surface 
that the sun shines upon over which a line of levels could be 





and he will generally find that a rod plumbed in this way will 





run with the same reading for turning points at each station 
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of the instrument, and by his own article he must either have 
this, or calculate by plane trigonometry the exact rod reading. 
Moreover, in his remarks on the device ot swaying the rod, he 
has not treated it fairly. In speaking of the shortest rod, he 
has misunderstood me, either purposely or unwittingly. By 
the shortest 1od I mean the shortest at the given point. 
Suppose I have a reading of 10 feet. By different inclinations 
it ig evident that it could be made 10,5 ft., or even 11 ft., 
but the shortest one (10 ft.) is the correct one. Your corre- 
spondent takes an extreme case, a rod of 1 foot. I haven’t a 
Boston rod at hand to measure; but the New York rod would 
give an error in the case which he supposes of 2-1000, and 
this could be made practically nothing by using the edge of 
the rod instead of the middle. A rod of 5 ft. gives an error of 
less than one-half of one-thousandth by the New York rod, 





Experiments with “Car Journals. 


New York, April 18, 1874. 
To rue Eprtor or THE RatLRoAD GAZETTE: 

In the April number of the National Car- Builder there ap- 
peared a report of the proceedings of the last meeting held by 
the Car-Builders’ Association in which it stated thata car 
weighing 46,770 lbs., with journals 3% inches, required 100 
lbs. less power to move it than was necessary to move one 
weighing about 2,000 lbs. less, at the same velocity, having 
journals 83% inches, in accordance with a single test made by 
Mr. Garey. The difference of weight and leverage would be 
in favor of the small journal, while a perfect lubrication might 
be nearer approached in the larger, which may alter conditions 
as yet not proven, to wit: a degree of certainty, as the above- 
mentioned report implies; but that so large an increase of 
power should be needed (as was shown by the dynamometer) 
to move the car with the small journal is barely admissible, 
owing to the incomplete experimental teste made, but rather 
that the difference of power indicated was caused by conditions 
not apparent at the time, which might enter into the con- 
struction of the cars used, a variation in the distribution of 
the respective weights or line of draught, a slight deviation 
only of the latter woul! probably result in as remarkable a 
conclusion as Mr. Garey arrived at from this single experi- 
ment. Experimental tests are solicited by all, and the results 
noted with interest, as they alone will decide the question as 
to the best dimension of journal, but they must be repeated a 
greater number of times and under conditions which will be 
productive of results that will hold good in every-day practice 
—results that will establish the advantages of the so called 
standard axle, if itthas any, or dispose of it as an innovation 
upon accepted principles not to be encouraged. It is to be 
hoped youor some of your readers will feel disposed to so 
modity the report to which allusion has been made, and in 
which the names of the committee appear, that the impression 
may not become a decided one that the Committee on Standard 
Axles accepted as final the experiment which was reported to 
them by a member of the Assoviation. H. F. 


A Few Brief Hints for the Season and Some for 
all the Year Round. 





To Tae Eprror or THE RAILROAD GAZETTE: 
The winter just passed, or rather now “ lingering in the lap 
of spring,” although it has been comparatively mild through- 
out most of the country, has been unusually severe on road- 
beds and substructures, and unless all hands are extremely cau- 
tious and vigilant we may look for a full crop of spring accidents. 
In order to make the harvest as light as possible, it behooves 
trackmen to be thorough in their search for hidden causes of 
destruction, which will be tound lurking at the bottom of cul- 
verts and cattle-guards a .d passes, and on the slopes of heavy 
cuttings and mountain sides. The alternate freezing and 
thawing has disturbed foundations that were supposed to be 
proof against these influences. Masonry must have been of 
a better class than is found on many roads to have withstood 
the past season unharmed, and almost any of it will bear 
watching just now. Probably some of the boulders on the 
slopes are getting uneasy in their beds and need looking after. 
Don’t forget this or put it off for to-morrow, when it may be 
too late. Remember that last April there were 4 washouts ; in 
May, 2; June, 2; andin April there were 6 accidental obstruc- 
tions ; in May, 1—all causing destruction, and now is the time 
to take measures to prevent like occurrences this year. Now 
look to the fences, which will be found broken down and outof 
repair gene:ally. Accidents from cattle on the track are fre- 
quent in the spring months: Laet April, 4; May, 7; June, 8. 
Now is the time to keep a sharp lookout for fires. The dry 
grass and trash along the road will ignite from a very small 
spark, and there is no knowing what it will lead to. A few 
days since an engineer on the Grand River Valley road in 
Michigan discovered a slight smoke near a bridge, and, fearing 
mischief, stopped the-train, and, although the track appeared 
all right at first, an examination showed that 80 or 40 feet of 
the bridge was burned so as barely to hold the weight of the 
track. It was a passenger train, and very likely the conductor 
will get a gold watch for stopping the train.’ This little affair 
should be kept in mind by track and train-men. Generally 
where there is smoke there is fire, and itis not best to take 
any chances at wooden bridges. Attention to the foregoing 
brief hints will not be barren of beneficial results if proper ac- 
tion is taken. For this vide Roadmasters’ Assistant. 
A brief review of ‘ Train Accidents in 1873” may not be out 
of place here, and we may learn something therefrom. Tho 
Gazzrrr’s report gives as causes : “Cattle on track, 54.” This 
shows neglect of fences. ‘* Accidental obstruction, 88.” 
Probably many cases of unsloped cuts and boulders neg- 
lected. “ -bed washed out, 30.” A more thorough pro- 
tection is needed ; rubble, or something of the like. “ Spread- 
ing of rails, 181” This is a disgrace to American railroad 
practice. There must be a lack of ties and spikes to allow the 
rails to spread enough to cause mischief, and any railroad com- 


had better sell out. Doubtless some of these cases of sproad- 
ing were from laying rails too tight, leaving no room for ex- 
pansion, but even this is inexcusable. ‘Defective switch, 
10;” shows something wrong somewhere. ‘Loose rail, 7 ;” 
more disgrace. ‘‘ Breaking of track, 7;” this is not very 
clear, but track properly built and cared for will not break.* 
** Defects in track, 7;” the nature of these defects is not 
known or reported, but as some imperfections are admissible, 
let these pass ; but 6 accidents come by “‘rail removed for re- 
pairs,” and a thorough application of cowskin might be bene- 
ficial in such cases. 

There are other causes of accidents that show a want of that 
thorough discipline which is indispensable in the successful 
management of track-men and the proper maintenance of way. 
But these are the most numerous and inexcusable, and deserve 
the attention of all railroad men from the president down to 
the switch-tender. It is of course impossible to say where the 
blame of all this needless trouble belongs, but there is no risk in 
putting the larger share (if not all of it) at head-quarters. It 
is there that the track-men look for everything—for supplies, 
for orders and instructions, for rules, regulations and pay, and 
they are not slow to follow the examples set by those in au- 
thority over them. If they are not promptly furnished with 
needful supplies ; if they are allowed to practice hab.ts of neg- 
lect, and there is 1fo regular pay-day, they take it for granted 
that there is no need of strict observance of duty on their part 
when things are slack at head-quarters. On the contrary, 
promptness on the part of officials gives section men to under- 
stand what is expected of them, and they are more like.y to 
pay strict attention to everything in their line of duty. Men 
soon learn how far they can carry shiftlessness and a habit of 
taking things easy. 

Wm, *. HuntTineton. 


* Track here should have been printed truck,—Eprronx. 


Formula for Extending a Curve. 





EAG Le ViLuaGE, N, Y., February 25, 1874. 
To Tae Epiror oF THE RAILROAD GAZETTE : 

The following formula was originated by me, a few years 
ago, while locating the Norwich Division of the New York & 
Oswego Midland Railroad. It is frequently useful, and may 
be interesting to some engineers of locations. The formula 
I sent to Van Nostrand’s Magazine, but the demonstration was 
not published : 





Having terminated a curve at A and run a tangent to B, it 
is required to extend the curve to some point, D, so that the 
tangent will pass through a given point, 0, 

Let A E= R=1i,146 feet. A B=d=1,000fect, BO p 
200 feet. Also let x = the natural tangent of AE F. Then will 


the natural tangent of AE D=BFO,= ; = = We also 
have A F= Rx; hence BF=d—Rz«. Therefore, 
2 

(d— Rx) 7" =p (1) 

By reduction we have : 
(p — 2 R) x2 4+ 2d = p (2) solving (2) gives x = 

V po + da—2Rp—da 
p—2R 
V (200)2 + (1,000 2 —2 X 1,146 xX 200— 1,000 _ — 237.372962 
ates 20—2x1146 #@  —8,092 


0.113467 natural tangent of 6.° 28’ +4. Hence, A E D = 12° 
56’ +, and the curve will be extended 259 feet, nearly. 

This problem may be easily solved by geometry and trig- 
onometry. Roferring to the diagram, G FE = R— d, and 


1,000 
oo 1.057082 = 


tangent of G FE CO 946 


Raa tangent of 
46° 35’ +. 
Still referring to the diagram, D C Va + p2 2Rp= 


V (1,000)2 +- (200)2 — 2 X 1,146 X 200 = 762.627088, and tanzent of 


Vai+pi2—2Rp  162.627038 
DEC a 12146 > 0.665468 + tangent of 
88° 39'+. Therefore AK D= GEOC—DEC=46° 35' — 


83° 39’ = 12° 56’ +. the same as by the formula, 
Wa. Rock, C. E. 


Notse.—The double sign before the ra ical indicates that two tan- 
gents may be driwn from the curve to the point C. 


Cost of Wooden Railroad in South Carolina. 


In reply toa letter of inquiry to the proprietors of a 
wooden railroad in Northeastern South Carolina, we have 
received the following: 

Govurp1rn’s, 8. C., April 10, 1874. 
To THe Epitor oF THE RaiLRoap GazeTte: 

We give you the information asked for, as near as we can 
do 80. 

Cost of grading, 15c. per cubic yard, 

This «opends, of course, upon the nature of the country. 

Cost of cross ties, 6x7, 8 ft. long, pine, 20c. each. 

Cost of same used at the joints, 6x9, pine, 25c. each. 

Cost of lumber for rails, $265 per mile, 

Cost of spikes, $180 per mile. 

Cost of operation, including all expenses and running one 

locomotive, $500 per month. 





pany that cannot furnish enough of these materials for safety 


inches apart from center to center. The rails are of yellow 
pine lumber, sawed regularly, all heart, 5x5 in., 20 ft. long, 
fastened to the crogs-ties with wrought-iron spikes 3x9 in, 
Spikes should be counter-sunk in the rails at least one inch, 

We use a locomotive built for the purpose by Messrs. Porter, 
Bell & Co., of Pittsburgh, Pa., and it is well adapted to thig 
use. The wheels used on a road of this kind should be broad. 


tread and deep-flanged, the face of the wheel running square 


off from the flange. 
We have been operating our road about 12 months, and find 
that it meets our fullest expectations, being an immense gay- 
ing over mule or horse power. 
Hopiug this will meet a portion of the inquiries from your 
correspondents, we are, Very respectfully yours, 

Gro. E. Pricuett & Oo, 


Problem in Revising Location. 





Torney Eprror or THe RArRoaD GAZETTE : 

The enclosed problem, one of frequent occurrence, is sub- 
mitted for its solution to your mathematical readers. 
GosHEN, Va., April 20, 1874. C. E. W. 





Given z,z' and d, or angle C F B, to find E, where the curve 
must be reversed to pass through D, O D being known, 





Uniformity of Price Lists. 





Office of the Purchasing Agent. 
PHILADELPHIA, April 17, 1874. 
To THE Epiror OF THE RAILROAD GAZETTE: 

I would respectfully suggest through your columns the pro- 
priety of having all price lists furnished by manufacturers and 
dealers to railroad companies printed of a uniform size—say 
on a sheet 8%x11; a half sheet or one or more sheets could be 
used, if required, but by doing so the price lists could be uni- 
formly filed and referred to much more conveniently and not 
be mislaid as they often are now from their inconvenient and 
odd shapes and sizes. Tos. P, Sargent. 


Pennsylvania Railroad Company. 








ANNUAL REPORTS. 





Northern Central. 

The following is the fiaarcial statement given in the annual 
report for the year 1873, the main part of which was published 
in the number for March 28: 











Assets: 
Railway and appu tsnan:es..... + sees «6 811,155,454 63 
EE. ceca nceicscek tao) piss dneaeeeeon. cebas 803,634 03 
Equipment ..... cscccccces -1s covvcccvccceccccrccces 3,470,815 34 
Total construction account. .......0 .++ ssssece sees - $15,429,883 90 
Stock of Elmiva, Jefferson & Canandaigua and Chemung 
DEAETOR GOTT 5 0.0.0:5.0:..05 000060500000 008050008008 8,000,000 00 
Cash and current ACCOUNtB......02 ccccccscce socccciocs 895,882 390 
$19,325,766 20 
Capital stock, 116,840 shares,... .... sssereveecesecees $ 5,842,000 00 
York & Cumberland, 3d mortgage 6 per 
DMD  scocccosnedensbucneeeste $ 500,000 00 
Second mortgag: 6 per cent. bonds.. ..... 2,500,000 00 
Third « “ TT Te 1,223,000 00 
$4,223,000 00 
Blinking fAndS.... 2.266000 secccseccccccccs 1,023;248 88 
$3,194,756 12 
State of Maryland 6 per cent. loan (irre. 
GOGMAMDIA), 20.0 ccsccces vocccccrccce - 1,500,000 00 
Consolidated mortgage, 6 per cent. bonds.. 2,725,000 00 
$7,419,756 12 
Convertible income bonds............e006s 1,000,000. 00 
Income bonds, 7 per Cent. ........666 e005: 3,000,000 00 
—- 11,419,756 12 
Bills payable and carrent accounts .........0.00.e00-+: 1,599 9.3 90 
DRONE ORE FORD CHRO UIN aia oo oe eke ie s00dk0a> bn08 onentees 464,086 18 
$19,325,766 20 


Grand Trunk of Oanada. 


The report for the last half of 1878 gives the following re 
turns : 


1873. 1872. 

CONE TEOMA, 66). 6 5.655 oi Modis cheated £1,061,197 £966,678 
Working expenses Vibv’s 65'6.Saeca \!. gail del Ta 627,804 
Renewals charged to revenue ............ 165,177 165,300 
EE... cosnectassswmes dedi £198,091 £178,385 

Loss on American currency............+. 24,593 24,195 
hoe. aattil pers vet 

Available balance.................. £178,498 £149,190 


The disposition of this balance, which with the balanco of 
£1,610 left over from the previous half-year amounted to £175, 
108, was as follows : 


Re IN inci «cade. dna gdandecdenbscwahesineh £16,111 
OE IE . 10, 
Interest on lands...... = .asseveoess ncniahwmeteandhi 9,217 
Interest on temporary loang, exchange, etc........ +.» pocashe 1,155 
RINE «go neice nceentcatcnceasoun vee 2,568 
EE SOU COO, «5. ns cccn covccocovesceuseceoeneneetes 92,366 
Interest on mortgage debts....... 50,438 
214,801 
£17 
BRE oscb sees Tédiccdepecvscovevetsnctscc cdnsosesoeste ° 241 
—_— 
£175,108 


Comparing the last half-year with the corresponding period 
of 1872, the gross receipts show an increase of £94,518, or 9.71 
percent. There was an increase in the passenger recei 
£22,890, or 6.45 per cent., and in the freight receipts 0 2 
685, or 11.78 per cent. The total number of passengers oe 
ried was 1,073,204, against 984,525 ; and the quantity of freigh 
was 836,012 against 797,935 tons. The average receipts ot 
mew was 6s. 4d. against 6s. 6d., and per ton of freig 

6s. 8d. against 15s. 4d. The proportion of expenses to eard- 





The road is regularly graded; cross-ties as above, placed 28 


ings was 65.77 per cent. against 64.95, excluding renewals. In- 
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cluding renewals they were 81.83 per cent. against 82.07. About 
19 per cent. of the length of the company’s lines (261 miles) 
was renewed Goring whole year, 230% miles of it with stee 

and at the close of the year the company has 526% miles o 
steel track. The train mileage increased vy | 10 per cent., 
from 3,474,208 to 3,795,848 miles. The cost per train mile for 
locomotives was 34.51 cents against 32.14. The new locumo- 
tives bought for the standard gauge have capacity about 25 

r cent. greater than the oldones. The growing cost of wood 

as led the company to atest coal for the new engines, which 
for the western part of the line it is intended to obtain from 
the Allegheny Valley by way of Buffalo. 

The capital account was increased by £1,014,884, of which 
£771,133 was the cost of narrowing gauge and narrow-gauge 
equipment, and £132,739 the part of the cost of steel rails 
charged to capital. The company has 2,402 hired freight cars 
on its lines, the rental of which and of certain stations not 
owned by the company amounts to £40,000 per year. 


Southern Minnesota. 

This company’s road extends from Grand Crossing, Minn., 
westward to Winnebago City, 167% miles. There are 9% 
miles of sidings, making 177 miles of single track. The report 
for the year 1873 is presented Zz the Receiver Mr. Charles 
eteeth, who has had charge of the road since November 23, 








The operations of the road for the year were: 
1872, 

Farnings from passengers...............+. $77,363 67 $86,136 56 

BB vr ccontense pe coepooceccceseecegocces 569 324,848 70 
Mails, express, etc ........06 12.205. 32,299 45 102,550 44 
Total GCarMings ......... ee eeee ceee cencee $663,232 86 $513,535 70 
Transportation expenses.............+..+++. 247,158 53 188,491 23 
Repairs of equipment............eeeeeeees 84,785 64 61,382 92 
Repairs of road and buildings............. 83,325 09 73.876 80 
General and miscell expenses,..... - 47,660 36 70,457 69 
Operating CxpeNSeS..........0.ceeeceeees: $462,929 62. $394,208 64 
BR a a eee Pe ey pe eee ee es 264 66 9,761 75 
Operating expenses and taxes .............$476,194 28 $403,970 39 
Ges COTUEAGT 66s ciccceses sueccccccdeccese 187,038 58 109,565 31 
Per cent. of operating expenses and taxes. . 72 — "79 
Gross earnings per mile......... .......+++- $3,971 45 $3,075 06 
Net earnings per mile .......... deodaiecesete « 1,119 99 656 06 
Miles run by locomotives.............. 356,168 
Passongers Carried............cececesseccces 42,444 44,141 
PT SND. <5 vccsnnogsssensdsoepsee 1,626,122 1,861,336 
Receipts per passenger per mile, cents....... 4.76 4.63 
Tons of freight carried ........... ese 144,175 95,643 
SD SEIIIED, «ncn 004. 0pegesnensenesanae 11,607,185 7,629,576 
Receipts per ton per mile, cents........ ..... 4. 4,27 


Of the tonnage 58.31 B wed cent. in 1873 was wheat, against 
49.57 per cent. in 1872. The expenses were largely increased 
by the severity of the weather and the heavy snow of the first 
three months of the year. The contract with the Milwaukee 
& 8t. Paul, by which a rebate was paid on all Southern Min- 
nesota business passing over that road, was cancelled by that 
company January 15, 1873, and has not been renéwed. The 
troubles of the road were augmented by a strike of the 
employes for back pay due them. 
he increase in gross earnings over 1872 was 29.5 per cent., 

and in net earnings 70.7 per cent. The Receiver was unable 
to do anything toward paying interest on the funded debt 
owing to the urgent necessity for repairs and renewals of road 
and equipment. Nearly all the depots and engine houses on 
the line have been repaired, new side tracks laid, two new 
turn-tables built and the others repaired, 2,500 feet of pile 
bridging filled in with earth and 7,029 feet rebuilt. The ex- 

enses for new construction, renewal and rebuilding have 

m $97,209.64 and for new equipment $31,056.29. During the 

current year about 2,100 tons of rails and 70,000 new ties will 
be needed. 

The equipment now consists of 14 engines; 4 passenger 
2smoking and 3 baggage and mail cars; 177 box, ab flat an 
52 coal cars and 25 hand cars. This does not include 20 box 
cars the title to which is in dispute. 


James River & Kanawha Oanal. 
This company’s canal extends from Richmond, Va., through 
the valley of the James River to Buchanan, 148 miles. 


For the year ending September 30, 1873, the receipts and ex- 
penses were as follows: 


Canal tolls 


Sha shbdse 0b csedddbies ee cstt oe beddsecsbunaeeeee $98,616 60 

I 2. che cinekh éoamachasvansaneneinien Poe 168 

DSC asipeu'es b0gecetuetecesecngeese «+ 4006) 0a -0ld0e8 18,584 78 
Total receipts...........++ $.55.270 06 





Expenses and repairs of canal . 
Expenses of freight agency ... 


Total expenses 


POOR OR ewe e meee wee meee eee eees eee 





PENN 604.00cceeseresccosccegoes (oop ewsgnecceges $57,875 78 


During the year the repair debt has been decreased by 
$5,907.06 and is now $74,377.04. The old debt contracted be- 
fore 1867 has been reduced by $6,904.15 and is now $34,872.50, 
ry the whole floating debt $109,249.54. During the year 
$1,900 first mortgage and $8,500 second mortgage Bonds ave 
been issued, making the whole funded debt ,000, of which 
$749,500 are first and $108,500 second mortgage bonds. 








Circular on Rails. 


The Committee of the American Society of Civil Engineers 
on this subject has issued the following circular: 


New York, April 27, 1874. 
Dean Sin.—The Committee appointed by the American 
Society of Civil Engineers to make an investigation and report 
on the form, endurance and mannfacture of rails, find that 
their circular of 1uquiry has elicited fewer respor ses than they 
had hoped to receive from the members of the S»ciety, super- 
qendents and engineers of the principai railroads, to whom 
was sent. This is, probably, to some extent the fauit of the 
mittee in not having allowed more time for gathering the 
Somewhat minute information asked for, which, on many 
Toads, is not readily accessible. 
This consideration, the importance ef the subject, and the 
est value of the information already secured in the returns 
one have been received, have determined the Committee to 
— the investigation over the term ot another yoar. 
z 2 mil, however, make a partial report at the annual con- 
x ‘tion, to be held on the 10th and 11th of June, in the City of 


ew York, and hand in its final reportin time for the next 
year’s convention. ; 


aut’. have not already done so, they therefore ask you to 


ere in this desirable undertaking making a return, at 
taki earliest convenience, upon the blank heretofore sent, 
Soom” Such steps to gather the required information as may 
necessary. 

wie have a tew more copies of the blank circular, which we 
a Spor vgen application, and we bope for such full returns 
4 to correct conclusions and improved practice upon a 
80 vitally important to the economy of our rail. oads. 
mmunications should be addressed to M. N. Forney, Sec- 
, No. 73 Broadway, Room 131, New York City. 
AsHBEL WELCH, | 

M. N. Forney, 


O. CHANUTE, Committee. 





LOCOMOTIVE RETURNS, NOVEMBER, 1[873. 
Master Mechanics of all American railroads are invited to send us their monthly reports for this table. 













































PERSONAL. 


—The Hackensack Republican says that Mr. Mark Wilkin- 
son, conductor on the New Jersey Midland, was recently pre- 
sented by his friends on the line witu avery handsomely en- 
grossed and framed copy of the Lord’s Prayer, Mr, Wilkinson 
says that it is an old friend, with whom he was well acquainted 
years ago, before he had anything to do with politics and 





68 | railroads. 


—Major Henry G. Prout, whose acceptance of an appoint- 
ment in the Corps of Engineeis of the Egyptian army we no- 


g5 | ticed last January, had as his first field work the establish- 


ment of a meridian line through the apex of one of te pyra- 
mids of Gizeh, and was engaged fora owe in climbing 
up and down and around that famous point of triangulation. 


—Hon. Thomas 8. Ridgway, of Shawneetown, Ill., President 
of the Springfield & Illinois Southeastern Railroad Company, 
is prominently mentioned as a candidate for the office of State 
Treasurer of [linois. 


—Mr. Carl O. Wederkinch, Resident Engineer of the Hoosac 
Tunnel, to whom the remarkable correctness of the alignment 
was mainly due, has resigned his position to accept an ap- 

intment as Chief xngineer of the Sutro (mining) Tunnel 
in Nevada, 


—Conductor Lyman Brooks, who has just completed his 
25th year of service on the Worcester & Nashua Railroad, was 
recently presented with a $500 silver service by his friends 
along the line. 


—Speaking of Mr. C. J. Brydges’ resignation of his position 
as Managing Director of the Grand Trunk Railway, the To- 
ronto (Canada) Nation says: 

* The cause of Mr, Brydges’ resignation is variously given. 
eacceey | to some accounts, the resignation is a protest 
against the free — of some of the bonne or direc- 
tors in magnet ; according to others, it isa reply to an offi- 
cial request that he should cease to be a dircctor. ‘The holders 
of the new stock will henceforth be abie to elect the board of 
directors, and it is not unlikely that new proprietors may in- 
troduce new features into the management. Mr. Brydges’ 
administrative ability is beyond question considerable ; but 
whether he is on the whole the best man to manage the af- 
fairs of the Company may be open to question. There is an 
inforical but very effective ring in Canada into whose bands 
every Grand Trunk manager has hitherto fallen; and there 
are believed to be, more or less, underhand doings connected 
with the management of most of our railways.” 


—Capt. Joan Fine, who died in Camden, N. J., April 14, at 
the age of 77, had been an employe of the Camden & Amboy 
Company from its first organization. When the road ran only 
from South Amboy to Bordentown he commanded the compa- 
ny’s steamboat which plied between Bordentuwn and Philadel- 
pola, and when the road was extended to Camden he was ap- 
pointed Agent at that place. This position he held until 1865, 
when failing health compelled him to re.ire; but the company 
made him Assistant Agent, which appointment he held until 
his death. 

- Governor Caldwell of North Carolina has issued an o:der 
removing from office E. R. Stanly, President, C, R. Thomas, 
W. B. Duncan and Isaac Ramsey, directors, of the Atlantic & 





I. M. Sr. Joun 


North Carolina Railroad Company, in which the State holds a 
two-thirds interest. This action is taken on account of an 





* Switching engines allowed 6 miles per | hour. f aes” 0.49 Ibs. sand used per mile run. ' 


os ~~ 








































































































g ee ; |No. Miles run to > Cost per Mile in Cents for || Av'r’ge cost of 
2 \- ; 
SZ 3 Ks F a 
ti | 3 5 g eile B 3 
ig Ps Rl ele 4 ae ae &| : N 
Name or Roap. : ne : ° 4 2 g* a a ; 3 2 
: B . Fy ~ Baek a 
a APM BELT pay FUE 
3 : $ & : oe H : : 
2B |: : g : : Bl: : ; 
Atlantic & Great Western (First & Second Div ).. . /228 80 -96)|. 4.07) 8.75) 0.71 6.55|20.96 $2.74 ($3.78 
bad bad (Third & Fourth Div. .. ./203 50 39) |. 3.71) 8.75) 0.56 6 06 19.99 2.74 3.48 
a bad (Mahoning Division)... |113 59 55) |. 3.56) 8.75) 0.49) 0. 6.09 19.53 2.74 3.78 
“ “(Shenango & Allegheny). .|33 9 ‘87 6.37| 3.78] 0.49)... 1.89)17-97 2.10 |..... 
Califormia Pacific........s.eeeceesee ce: veees + /148 12 5 90]. ...|| 2.66)16.40) 0.55).....) 7.14/26.75 8.25 6.00 
Ccntral Pacific (Western Division)......... ....+j|173.4 41| 105,502) 43.67)..... 11.87||.....|/11.19/17,60) 1.06).....| 8.36/38.11 7.63 4.60 
“ «(Sacramento Division) .. ....... |119.6 | 87| 81,546||..... |27.71|14.84 -|| 6.22|16.60| 0.89}. 8.821.583 etn | 4.60 
ee ** (Truckee Division)..... orcgrcesee 204.5 28) 70,924) |38.01/50.14/16.76|| .. .|| 4.65/91.20] 0.73]..... 7.91/34.39 7.63 4.60 
“ “ oa bone ae end lint -» + /236.6 7 mye os |... +0(16.07||. 4.15)18,95) 0.75)..... 7.58 31.43 7.63 | 4.60 
so e Division)... ...... «.-|182.8 3, 36.34)... .|14.84 | 9.44/20.85) 0.83) . 7.90'39.02 7.63 4.60 
“ * Oregon Division).... .. ......- 151.48| 6| 48,560))..... 40.61/21.79)|..... | 2.74/11.33) 0.60)..... 8.01/29.68)|... .... + | 4.60 
ee és (Vi-alia Division)........ .......: 188.30 9} 19.025) \64.44)..... 20.28) )..... | 5.96/12,02) 0.65) .... 8.61/27.24) 7.63 4.60 
Chicago & Northwestern {wie. & aes iets aks ow idiots 4 —_— 28.96)..... E 7,98| 13.54! 0.96|..... 8.46/80.94) 3.0 | 4.76 
os ¢ (Madison ion)......+ 3, SE" oheaesellesece 3.21)10.09) 0.65)..... 1.78)31.08 3.50 4.76 
“ o (Galena Division). .... .|...... 82| 209,665) 30,29). . none .|| 6.87)11.86) 0.94)..... 8.57/28.24, 3.50 4.75 
“ “ (Iowa Division)........ -|......| 70} 181,738 el peed sheng : | 6 11/13.49| 0.89|.....| 8:36\27.85|| 3.60 | 4.75 
¢ es (Perinsula Division) . |...... $2; 74,813 26.34) os : «|| 4.96)12.12) 0.68)..... 8.58/96.34 3.50 4.75 
as sed (Ww. & Bt. Peter lines),.... seeees| 28) 86,733) |94.48)....0)esee-lleoee ° 4.06/14.49) 0.97)... .| 7.72/27.24 3.50 4.75 
Chicago, Rock Island & ae > er): seve] 86 161.830 94.54).. 16.26)... || 4.95 8.21! 0.49)..... 6.99 |20.64) 2.75 | 4.00 
‘ “ owa Division)...|...... 265, .93)...../19.91 82) 8.88) 0.65)..... -00/21.75 2.75 | 4,00 
Cleve., Col., Cin. & Ind. roeneee ~ wen ene rr S ieee os . + 7.46| 0.67)... ve 90.04|| 3.135 |..... 
. ee « Jolumbus Div.)........+/138 ’, 67)... ‘ 2. 7,19| 0.66) .. .| 7.65)18,06 3.36 eee 
“ “ “ (Cincinnati Div.)........ 130 29| 71,282) /39 33)... 98 9.24) 7.68) 0.48... .| 8:21/18,66|| 3.00 |..... 
Clavelend & ig pory, ne e a odisanns % 179.910 55.94). . -80| 4.30| 5.90) '0.66|.....| 7.25/17.61|| 2.60 | 1.95 
.» Lacka. ‘est. (Bloomsburg Div. -| 80 »4.0))....+ , 3.87|..... 0.78) ...0) 6.28/10.91))..ccccces |icore 
ey wage STE vseeeee ey ay |42.09 -68) 1,18} 8.13) 0.69|... .| 7.81/17.71|| 6.14 | 3.60 
ny ere Marquette............ ’ lebete 02) 1,02) 8.57) 0.60) 0.35) 6.06/16,60)|......... 4.50 
Tilinois Central (Chicago Division) 252.5 - ne oh i 6.61 oa 0.40 ° 6.68 19.14 1.90 8.70 
“ oa vision) .. 28.75 ’ \35.65). 28 || 812) 6.64) 0.42).....| 6.23 20,31 1.90 3.70 
“ “(orth Division)... |225 43. 113,655) |27.96) . : 7.31) 7.06! 0.58 ‘ 6.46 21.38) 1.90 | 3.70 
os rz Towa Divis.on).... 2+... - 401 41 113 855) |32.41 . li 470 7.34, 0.43 6.04 18,51 2.25 7.50 
Indianapolis, Bloomington & w esterd.......40.. 4 | 66) 160,400), |. 2. | 3.62| 7.64) 0.77 8.79 30:12] 1.96 | 3.36 
OOS FOUN IO. 0s « coos cedcces ode eb 8dsebsode codices 03 cost 015/'40.77).... |12.57)|.....|| 8.06) 9.47) 0.68 36 26.36 3.76 4.43 
Lake Shore & MicLigan South. Buffalo Div.)*...|...... 85| 191,751 | |43.06/23.28 14.68)|,....|| 5.26 7.92)... wes 6,12)19.30 3.50 3.60 
ee o (Erte Div. ©, ....-lecccoe 99) 251,740 |47.49/47.77 23.68 6.00) 7:40... 6.60 19.00 3.50 4.00 
es es (Toledo Div.)*...)...... 74, 180,439 40.60 55.13)14.38)|.... 3.50) 9.02 7.33/19.85 4.00 4.00 
« ** (Mich.South. Div.)*...|...... im 544,139 /44.14/61.22)20.57||... || 3.89 7.63! coceslecece 6.31 17.83 4.50 3.50 
\| | | per bu, 
Louisville & Nashville (Main *tem) .. .........- 356 89) 157,375|/35.84'. .. |14.80!|.....|| 6.06/10.25) 0.58) 1.71| 8.78 27.98 0.126 | 2.96 
“ s \Clarksville Division)......| 128.4 11) 18,546) 24.30). ....!18.78]|.... || 4.6/11.29| 0.72) 3.96) 8.77/28.89 0.137 | 3.29 
es ee (Memphis Division)....... }130.4 | 20) 41.108)|..... (32 62/10.89)|.....|| 4.15/11.29) 0.72) 3.96) 8.77 28.89 0.137 | 3.29 
ee « ‘Masks, & Desatas Dtv,)-..| 198 20 py 47.32)... +|19.60 beive 9.05) 8.58) 0.55) 3.83) 6.97)/28.48 0.144 | 3.66 
6 “ , abama Div.) . .| 383 29) 43.40)...../16.40)|..... 5.77) 6.98) 0.58) 3.67) 9.25) 26,26 0.114 | 2.26 
| r ton, 
Leavenworth, Lawrence & Galveston .. ........ 203.7 18 iain sa0ee $1.53)|...+. 2.75) 7.18) 0.41]..... ihe poi.00 2.60 
Marquette, Houghton & Ontonagont.......... W cate a 83 624||67.08| .. .|18.25'|29.88|| 6.60/10.83| 1.28| 9.15] 9.97 31.83 Me 2.00 
| r bu. 
Pennsylvania (New York Division)............... 1199 | 116 251,804. 40. 3.30 ne. 1.20|..... eae * 0 6.96 
« , (Amboy Division) .... 0... -..s... 154.2 | 63) 105,982) \55. 5.20|11.00! 1.00|. .. |...../17.20|| * 0.20 | 6.96 
(Belvidere Division). ......... ++| 84.6 | 41, 70,956, 48, 2.00/13,60, 1.90). ....)eeeee /16.90 0.2 6.96 
td (Philadelphia Division) ..... --| 204.3 | 157) 402,786) 31. 1.90] 6.50) 0.80).. 9.20 0.07 3.28 
“ (Middle Division)........... .... «| 181.6 131| 338,597 | |27. 3.60 7.60| 0.70).. 1,80|| 0.07 | 3.98 
bi (Pittsburgh Division, East End)...| .. 87) 173,124 22. 4.10) 9.20 1.20).. 4.50 0.07 | 3. 8 
és | creme, be West End) .| .... | 130) 253,554) |37. 3.70) 6.20) 0.80) .. 10.70 0.07 3.28 
bed (Tyrone VIBIOD). 000 cccccccccees +|100.38 | 31) 465,225 2y. 2.30) 7.00) 0.70).. 10,00 0.07 | 3.28 
“ (West Pennsylvania Division). 103.6 | 34) 72,246/|30.61)... 3.30) 6 70) 0.10 ../10.60|| 0.07 | 3.98 
(Lewistown + 02.5 23} 16,516 6.13) «|| 7.60) 4.60 0.80) . +++{19.90]| ou 328 
es edfor VIBIOD).cccccccccccceese yy oe|| 6. \ 60). } + ohh . \. 
Pitts., Fort 4 & Chi Eastern Div.) 468, 2 jae 1 | | oA ia 8 | me op ta i 
.» For ayne cago ( rn Div.)..... 468.9 | 172) 114) 41.60). ....|12,.28||.....|| 2.60) 6.50 0.67) 1.96 7.10 1K,18)) «6. [esas 
re “ «(Western Div.) ...(28) | 109) 475,657|/40.40/21.10/14.60 joa 4.70] 8.40, 0:00|.... %.10,20.80|| 2.00 |"8'96 
| j | ' 
a =< St. Louis (Little Miami Div.) .... “laee é aa ey itd eee yy ovens hr 7.90 0,90) 2.40 7.90 ot 2.60 4 
0 re ndaomepebsc siasehdlanel .110)|..... .03/28.41)|..... .58| 6.88 0.69)..... Sige ci lesapeeees 2. 
Cleveland & Pittsburgh (year ending Nov. 30, 1: 73) pasha 97 2007,217|5. Kaas j11.71|| ae 5.53 wt 1 i am en sesue [rv : 


attempt made by the directors to lease the road to the Midland 
North Carolina Company. 


—Mr. John G. Thompson, a leading Democratic 
ager, is reported to have been appointed Commissioner of 
Railroads and Telegraphs of the State of Ohio, in place of Mr. 
O. L. Wolcott, who has done excellent work during the year 
and a halt he has been in office. changes are to be made 
80 frequently in such an office, whose duties can be well 1 arned 
only by experience, its results must always be aes poem 
valueless. After about five years’ service a rai commis- 
sioner may become a most valuable officer ; until then he must 
be learning his business, 


—Mr. John Hulme died in Philadelphia, April 22, in the 66th 
year of his age. For several years, inning in 1833, Mr. 
Hulme was Manager of the Louisville & Portland Canal, but 
since 1852 he had resided in Philadelphia. He was at one time 
a director of the Pennsylvania Railroad Company and Chair- 
man of the Road Committee. He was a large stockholder in 
that company and also in the Northern Central, and for a year 
or two past has been a promivent and istent opponent of 
the proposed lease of the latter road to the Pennsylvania, 


—Mr. John Burrell, for several years a conductor on the Sus- 
sex Railroad, received a preacher's license at the recent session 
of the Newark Methodist Episcopal Conference, and has re- 
signed his position on the read to take an appointment to the 
church at Barryville, N. J.—a somewhat 1 pr tion for 
a railroad man. 


—Mr. Samuel G. Lewis has resigned his position as Comp- 
troller of the Pennsylvania Railroad Company on account of 
failing health after more than 20 years of continuous service. 
The board of directors passed resolutions expressing its appre- 
ciation of Mr. Lewis’ long and faithful service. It is under- 
stood that Mr. Lewis will continue to give his advice and a 
portion of his time to the company. 


—Mr,. Alexander McDonald, who died at Baldwin's, Mich., 
April 16, was a well-known railroad contractor. He had heavy 
contracts on the Jackson, Lansing & Saginaw, the Fort Wayne, 
Jackson & Saginaw and other Michigan roads. 

—It is Mr. W. H. Connell, General Agent of the Wilmington 
& Western Railroad, who recently resigned to accept a posi- 
tion in the Edgem.or Iron Works, and not Mr. David Connell, 
the Superintendent. The latter still retains his position on 
the road. 

—Mr. Joseph Clowes, Treasurer for many years of the ferry 
between New York and Jersey City, owned by the New Jersey 
Railroad Company, died in Jersey City April 27. He had been 
in the employ of the company nearly years at the time of 
the lease to the Pennsylvania Railre 
tinued to hold bis position under the latter. 
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|The British Institution of Civil Engineers. 
The roll of this Society, corrected to the Ist of April, 1874, 
| contains the names of 15 honorary members, 793 members, 
|, 1,205 associates, and 292 students, together 2,395 of ail grades. 
| During the past quarter the changes have included the elec- 
tion of 9 members and 69 associates, the transfer of 6 assu- 
ciates to the class of members, and the admission of 23 stu- 
dents. On the other hand, from deaths and other causes, there 
have been removea from the list 3 members, 20 associates, and 
21 students, showing a gross gain of 57 in the three months. 
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Adverti its. We wish it d it distinolly understood thal we 
will entertain no proposition to publish anything in this jour- 
nal for pay, EXCEPT IN THE ADVERTISING COLUMNS. We give 
in our editorial columns our own , and those only, 
and in our news columns present only such matter as we con- 
sider interesting and important f our readers, Those who 
wish to recommend their ievantone, machi: » supplies, 
financial schemes, ete., to our readers can do 80 ly in our 
paver ee ones: hut it is useless to ask us to recommend 

them editorially, either for money or in consideration of adver- 
lising patronage. 


THE DOUBLE-TRACK, ALL-STEEL, EXCLUSIVELY- 
FREIGHT RAILROAD. 

Mr. McCrary, the Chairman of the House Committee on 
Railroads and Canals, some time ago made a report which 
argued, first, that Congress has authority to do about what 
it pleases with railroad business, and, second, that it 
might with advantage assume the management of it in 
certain important particulars; and this report suggested 
the creation of large board of commissioners, with au- 
thority to fix limits on charges for through traffic on all 
the railroads of the United States. 

Now comes Mr. 8. A. Hurlbut, from the same commit- 
tee, with another report concerning the best means of les- 
sening the charges for transportation, which, in his opin- 
ion, is to adopt the project proposed some two years ago 
by on association of Western contractors for a double- 
track, exclusively-freight, all-steel railroad from Chicago 
to Council Bluffs, with branches to Chicago and St. 
Louis and other places, and to give these gentlemen 
e100 «per mile in the Government's 5 per 
cunts, on condition that they contract to carry 
for certain low rates. It is a scheme which in substance 
has been much talked of, though we believe that the route 
is original with the parties proposing it. The argument 
is that the proposed road can carry cheaper than the exist- 
ing lines, first because of the more favorable grades of the 
route which its promoters claim to have found, but chief- 
ly because with no passenger trains in the way the freight 
could be hauled at moderate, uniform speed and without 
interruption, and that the ability to carry so cheaply 
would give it all or nearly all the through traffic now car- 
ried by four or five other railroads, the Great Lakes and 
the Erie Canal. This aggrogation of traffic, indeed, is the 
very heart of the scheme, for the rates named are less 
than the bare cost of transportation under the most favor- 
able circumstances on any railroad in America, including 
some which have no passenger traffic, or so little that it in 
no way interferes with the movement of freight. 

An obvious argument is that if such a scheme is likely 
to pay it would not have needed Government aid, and this 
argument is in no way affected by the statement in the 
report that private enterprise cannot be expected to fur- 
nish the amount of capital needed, for ‘private enter- 
prise” commands vastly more capital than this or any 
other Government, and “private eriterptise” in this 
country has within a few years past invested $350,000,000 
in railroads which have failed, to say nothing of those 
which have not, which have twice the mileage and pro- 








bably cost twice as much more; while the Government is 
asked to disburse $70,000,000 for this scheme. 

But let us consider what the natural effect of sucha 
road wouldbe if built and in operation, bearing in mind 
that the only object of the Government in subsidizing it is 
to advance the interests of the people generally by secur- 
ing cheaper transportation—in a word, to increase the 
wealth of the nation. 

In the first place we venture to inquire what would be 
the effect if the road should be built, and, after trial, it 
should be found that the cost of transportation on it, aside 
from interest, exceeded the limit named in the contract 
with the Government. It would then be impossible to en- 
force the contract. If the railroad should be turned over 
to the Government, it no more than the railroad company 
would be able to carry for less than cost. Whether it 
is probable that it would be able to carry for 0.5 and 0.6 
cent per ton per mile may be inferred from the cost of such 
work on existing roads with heavy traffic, from which it 
willappear that the average cost per ton per mile on the 
Reading Railroad for coal, which is supposed to be carried 
under the most favorable circumstances, was 0.78 cent per 
mile in 1872, and for other freight 0.98, and for some 
other great lines the cost per mile was: 


Pennsylvania. ..........scceeeee 0.857 cent. 





Philadelphia & Erie.... . x je dee . 0,985 cent. 
MEE seendanesgersmnes _ 0. :000600b000000d00ds00esesses 1,936 cent, 
New York Central & Hudson ‘River cee oc0pncoossdesdedes 0.95 cent, 
Lake Shore & Michigan Southern............++ sesveseees 0.947 cent, 


To do work at as low a cost as this a large traffic is 
indispensable, which our proposed road intends to get, 
of course. To get it, however, it must divert it from the 
existing routes, and of course the old railroads will not 
give up any traffic to a new one so long as they can keep it 
by a rate in any degree higher than the bare cost. If they 
cannot earn enough to pay 10 per cent. on their capital, 
they will try to make at least 1 per cent. or } of 1 per 
cent., so until that limit of the cost of transportation to 
the old railroads is reached, the new route will be only one 
of several competitors for the traffic, with no advantage 
which will enable it to get a larger share than any of the 
others. And by the time that a new railroad can, be built 
it is notorious that one of the old railroads will have 
tracks for freight exclusively; while there is at least one 
connecting line ready to renounce passenger traffic il 
thereby it can make an income; and it will certainly be 
very much cheaper for the existing roads to add freight 
tracks than for a new company to construct a new road. 

But admitting that the new road is built, and that it 
does its work sv much cheaper than the other through 
lines that they lose all their through traffic, what will be 
the result? Will it be only the cheapening of the rates 
for transportation? Will this saving in through rates be a 
saving of just so much in the total transportation charges 
paid by the country ? 


The absorption of all the through traffic by the new 
road would of course destroy all through traffic on the 
old ones, and a corollary of this is that the local traffic alone 
must support these roads. There is no escaping this con- 
clusion. When the Michigan Central main line has more 
through than local traffic, the through traffic may pay half 
the interest on the investment ; when the through traffic 
is gone, the local traffic must pay the whole of that inter- 
est, while by reason of the decreased bulk of traffic the 
working expenses per ton per mile are increased. So with 
every other road. The “‘ great through lines,” whose local 
rates, though often much higher than through rates, have 
fallen immensely in consequence of the income earned 
from through traffic, would be put into the position of 
purely local roads, and would have to raise their local 
rates, in some cases two or threefold, in order to earn the 
interest on their capital. So the change effected would 
be: Lower rates on 1,750 miles of new line, having few 
large towns or important manufactures. Higher rates, in 
many cases very much higher, on four or five thousand 
miles of old road, on which isa large proportion of the 
most important manufactures in the country, which in 
many cases would be ruined by being thrown off, as it 
were, from the cheapest channels of traffic. 

It is quite true, doubtless, that if all the through traffic 
between New York and Chicago or New York and St. 
Louis was confined to a single one of the existing lines, it 
could be carried at less cost than now, when four or five 
lines divide it But the consequence of such a state of 
things would be, either that the other three or four lines 
would not exist, or that they would be supported by very 
high rates on local traffic, and on them towns and manu- 
factures would not grow, and farms and other real estate 
would be much cheaper than they are, or than similar 
property would be on the road with a monopoly of the 
through traffic. As it is, each line receives part of its sup- 
port from its through traffic, and this enables it to make 
its local rates lower; the cost per-ton per mile decreases 
with the bulk of traffic, and this induces the companies to 
endeavor in every possible way to increase their traffic; 
every elimination of expense adds to the profit of the car- 
rier, and this impels it to make all possible improvements, 
including separate tracks for freight as soonas they will 
pay. Whether they will pay or not depends entirely on 








the bulk of the traffic. Ifa road could have all the freight 


it could carry day and night, with trains running ten or 
twelve miles an hour ten minutes apart, no company would 
hesitate to build them and none would find the least diffi. 
culty in finding the necessary capital, without applying to 
the United States Treasury. But so far none has seen any 
prospect of such a traffic, though two have decided that 
they have enough to justify them in adding separate tracks 
for freight, and one is constructing them, and by the end 
of the year will be able to test their value practically. Its 
Officers, however, are reported to have counted on a decrease 
of 10 or 15 per cent. only in the cost of transportation by 
their use, and not on the almost entire elimination of that 
cost, as some seem t. expect 

To speak of the existing method of conducting railroad 
transportation as unnecessarily expensive, because the 
passenger and freight traffic are not supplied with separate 
roads, is equivalent to saying that the whole world is mis- 
taken as to the proper use of railroads. There are sections 
of freight tracks on a good many railroads, but we do not 
know as there is in the world any road that ever had a 
mixed traffic which has provided separate tracks through- 
out for freight and passenger trains. Freight roads there 
are, which are so because there is no passenger traffic for 
them to carry, or was none when they were constructed; 
and passenger roads there are, usually for similar reasons, 
And it is only when a road has obtained a considerable 
traffic that the two branches interfere with each other to 
any noteworthy extent, even on a single-track road ; 


it is when a double-track road begins to be 
crowded with a mixed traffic, and _ especially 
when passenger trains are dispatched at almost 


all hours of the day and night, that there is such an inter- 
ference with freight traffic as to add materially to the cost 
of hauling it, and this cost then is raised chiefly in two re- 
spects: by the necessity of running at high speeds with 
freight trains, and the greater motive power per car-load 
per mile required for this; and by the greater wear and tear 
of track and rolling stock at high speeds. There comes a 
time, of course, when the number of freight trains cannot 
be increased without clearing trains of a different speed 
from the track, and there is scarcely a limit to the number 
of trains of one rate of speed that can be put on a line. 
With the fast time of the London underground railroad, 
passenger trains are dispatched every four minutes, and 
this would give 300 trains in each direction daily, with 
four hours for road repairs. When there is freight to sup- 
ply such a traffic—equivalent to about three million bush- 
els of grain daily—nothing but distinct freight tracks will 
do, and long before that time we shall have them, as, in- 
deed, we are now to have one for about one-third of the 
distance between New York and Chicago, which will prob- 
ably be extended over the rest of the distance by the time 
the bill is passed, the $40,000 per mile paid over, and the 
road constructed. 


FORECLOSING RAILROAD MORTGAGES. 





To us there seems to be scarcely any more striking fea- 
ture in the recent failure of seventy or eighty railroad 
companies to pay the interest on their funded debts than 
the reluctance of the bondholders to have recourse to their 
security by foreclosing their mortgages. We call to mind 
but two or three instances among the failures made since 
the panic of September which have resulted in proceedings 
for foreclosure. Mortgages seem to have counted for 
nothing, and so far from bondholders taking preference 
over floating debt creditors, the latter have generally made 
very much more trouble and, we imagine, got more money, 
than the creditors who were secured by first mortgages 
When a company has found itself unable to pay a coupon, 
its officers have usually announced the delinquency, 
and not only asked for delay in paying that coupon, but 
also for the three, four, five or six succeeding coupons; 
though in more than one instance this request has fol- 
lowed close upon an effort to sell more such bonds based 
upon a recommendation of their ‘‘undoubted security.” 
We cannot say that there has been much published com- 
plaint on the subject ; but it seems to us that when a com- 
pany urges investments in its second-mortgage bonds in 
September, giving assurance of prompt and full payment 
of interest and principal, and then in October says it will 
be unable to pay interest even on its first-mortgage bonds 
for three or four years to come—when this is the case, We 
say, it seems to us that there must have been lying at one 
time or the other. 

However, this is not the subject we set out to discuss, but 
the remarkable (as it seems to us) indisposition of bond- 
holders to enforce their claims by foreclosure. 

In many of the discussions which have taken place be- 
tween delinquent companies and their bondholders the 
former seem to have assumed that any misfortunes arising 
out of events beyond the stockholders’ control, financial 
crises, failures of crops, even miscalculation of resources, 
or competition of rivals, should be sufficient to release the 
stockholders from their obligations. Indeed, there seems 
to be a total mi-apprehension of the nature of a mortgag® 
Its enforcement is looked upon as properly the punisb- 
ment of a crime rather than the execution of a cont! 
Now argument ought not be needed to dispel this illusio™ 
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but the whole tone of more than one ‘circular to bond- 
holders” implies it. Mortgagors are, in fact, insurers of 
the claims of the mortgagees to the extent of the value of 
the property mortgaged ; and there is no more hardship in 
the foreclosure of a mortgage than there is in the collec- 
tion of insurance after a loss by fire. The question with 
the bondholders is not properly whether stockholders have 
been guilty of any dishonorable conduct, but simply how 
best their own interests will be secured. If they will do 
better by foreclosure, foreclosure will be their best policy, 
and by far the best policy for the community. 

It might be thought that there could be no doubt that 
first-mortgage bondholders would always do best by fore- 
closing, inasmuch as in this way they would receive all 
the property of their creditors, which must ceriainly 
exceed in value any part of it ; but doubtless there are 
cases where a railroad or part of a railroad covered by an 
issue of bonds would be almost valueless in any other 
hands than those which constructed it as part of a larger 
system, while in the latter’s hands it may become valua- 
ble and yield an income above its interest charge. This 
ig not uncommonly the case when the railroad in default 
is a feeder of another railroad controlled by the same 
stockholders. Take, for instance, the ‘‘ Western Divi- 
sion” of the St. Joseph & Denver City Railroad, recently 
sold under the mortgage. Here was a line running for 
more than a hundred miles through an almost unin- 
habited country, while all of its traffic had to pass over 
the ‘‘ Eastern Division” of the same road, which was not 
covered by the same mortgage, and passed through a 
country which had made considerable progress in popula- 
tion and production. Now, it might very well have 
happened that the Eastern Division should have kept out 
of difficulty while the Western could not earn even its 
working expenses by itself. Suppose, now, the mortgage 
on the latter had been foreclosed and passed into the 
hands of its bondholders. What could they have done 
withit? They would have been absolutely dependent 
upon the Eastern Division for almost all their traffic, and 
even when their own business had grown large, the 
owners of the Eastern Division could have easily pre- 
vented its being profitable by adjusting rates for that pur- 
pose on the traffic over its line. So with some of the 
westerly divisions of the Kansas Pacific. They are worth 
nothing without the other divisions east of them. In 
such cases the bondholder really never had any security 
worth mentioning. He might injure the delinquents’ 
other property, but he could do it only by throwing away 
his own. 

But aside from these cases, where the property mort- 
gaged is an independent one, which one corporation might 
manage as advantageously as another; where, in short, the 
interests of the mortgagee would be advanced by having 
the whole property in fee, there is no reason in morals 
why a foreclosure should not be had, and there are many 
reasons in economics in favor of it. 

In the first place, as we urged at the time when the 
Rockford, Rock Island & St. Louis made its first default 
and was urging a permanent reduction of one-half in the 
rate of interest (which half it is now unable to pay), the 
owners of a road are not likely to secure the most efficient 
and economical management for it unless they can make 
something by it. It is this, largely, which kept the Erie 
in such a slough so long. It was almost impossible, or it 
seemed so, to earn any dividend on the shares fora long 
period. Shareholders therefore were indifferent as to the 
élections. Almost any one who used ao little skill and 
money could dictate the management, and once at least 
the management went into the hands of those who worked 
the road for their own private benefit and not at all that of 
the proprietors. Now when a company is unable to pay 
ite coupons, and especially when it declares that it will 
not be able to do so for some years, it is evident that the 
interests of the stockholders become so remote, not to say 
desperate, that they are not likely to give much time or 
thought to the property. 

But another, perhaps stronger, reason for foreclosure is 
the importance, the public importance, of a strict enforce- 
ment of the obligation of contracts. What can be ex- 
Pectod of those people whose creditors submit to putting 
their first mortyazo subordinate to the floating debt? 
What can bo expected of a community in which mortgages 
“re commonly treated by both parties to the contract as 
idle forms, which perhaps may possibly but will not 
Probably deprive the debtor of the property pledged, how- 
ever plainly he may fail to fulfill his contract? And how 
esl We expect investors to consider our projects in future, 
When experience shall have taught them that the purpose 
of an American mortgage is rather to recommend bonds 
than to secure them? We as a borrowing people need to 
have it understood that we keep our contracts strictly or 
rae for the failure; and that we do not count on miscal- 
culation or misfortune as a sufficient excuse for a default, 
°F 4 reason why our creditors should give up their rights. 





The Coming Conventions. 


We have good reason for believizg that there will be a much 
fe attendance ot members this year at the annual meetings 
Master Mechanics’ and the Master Car-Builders’ asso- 








ciations than we anticipated a few weeks ago. There are, of 
cours9, some dissatisfied members who find fault with “the 
way things are done,” but who never lift a hand or use their 
influence to have them done differently. We have heard of 
one who is reported to have said interrogatively, ‘“ What is 
the use of my going? The other members don’t think as I 
do.” Some object to going because they would be obliged to 
bear the expenses of attending the meeting themselves, in- 
stead of being paid by their employers, as they should be, 
There is alsoa number of very excellent master mecharics 
who have never attended these annual meetings for the reason 
that they fear the meetings are not regarded favorably by 


|. their superior officers. They also find fault with many things 


which are done and others which are not done at these meet- 
ings. Now, to say that the conventions of either the master 
mechanics or car-builders are all that could be desired, would 
be simple folly. No human institution ever 1s. Any one who 
goes to Chieago or Cincinnati must expect to find there assem- 
bled not a number of highly educated or supremely wise men, 
but a congregation of those who have risen from the ranks, 
who started in life with few advantages of culture or education, 
who had their own way to make as best they could, 
The result is that the deliberations of these men are simply 
comparisons of their own knowledge—chiefly of a practical 
character—which has been acquired by experience. If the 
m embers were all liberally educated, undoubtedly their delib- 
erations would be the better for it, but we doubt whether they 
would be any more concise and to the point than they now are. 
The fact is, if an association of master mechanics is wanted, 
it must be formed out of the men who now occupy such posi- 
tions, and they must be taken as they are, with their knowl- 
edge and ignorance, their conceits and jealousies, their expe- 
rience and shortcomings, and the association must be formed 
out of the material which can be procured, and not out of 
ideal master mechanics, whom it is impossible to make to or- 
der. Now although it cannot be said that the work and delib- 
erations ot the existing Association are the best conceivable, 
we believe that they have been as good as those of any similar 
organization. Now what is needed is, that those who see and 
complain of the deficiencies of these associations should no 
longer stand aloof, but should come forward and help to rem- 
edy the evils and correct the errors, This will apply to the 
managers of railroads as well as to their subordinate officers. 
Some of the former rather disapprove of these annual meet- 
ings, for various reasons, chiefly because there is more or less 
enjoyment of various kinds in which the members participate 
during these annual sessions. Precisely what the evil effects 
of such enjoyment are has not, so far as we know, been dis- 
tinctly specified. To say that there are some things done at 
these conventions which would better be left undone would 
be simply to say over again what we said last 
year, and which brought down upon us a storm of denuncia- 
tion. What we are pleading for is, that managers of railroads 
—that is, presidents and superintendents—should give their 
aid and influence to improving the character of these meet- 
ings by sending their subordinates to them and, if they 
choose, give instructions to those who attend regarding cer- 
tain lines of policy and in what direction to give their influ- 
ence and votes. The deliberations could in this way be, to a 
very great extent, under the control of those who are the 
trustees of the pecuniary interests of railroad companies. 

We took occasion a few weeks ago to say that ‘‘ many master 
mechanics, we are satisfied, do not attend these meetings be- 
cause they either know or think that their super‘or officers 
regard such meetings with disfavor. This is doubtless a mis- 
take, which a word from the superintendent or president 
would set right, but in some cases perhaps there is ground 
for this opinion.” Such a misapprehension, if it is one, could 
be cleared up in the most satisfactory way simply by writing a 
few lines somewhat like the following : 

——_———, May 1, 1874. 
“Mr. E. K. Centricx, Master Mechanic Ksquimauz & Terra 
del Fuego Railroad : 

Dear Sin—The President and Superintendent of this com- 
pany deem it desirable that you should attend the convention 
of master mechanics which will meet in Chicago on the 12th of 
May, providing your duties on the line of this road will admit 
of your absence at that time. You are also requested on your 
return to make a brief report, stating therein what action was 
taken, or ivformation contributed, during the sessions of the 
convention, which you may regard as having interest or value 
to this a 

ours, etc., 


——_____—__, President.” 

Such a letter would at once make it clear to the master me- 
chanic that he was expected to attend the meetings. 

There can be no doubt that during the next few years a 
more rigid and intelligent economy will be required in the 
management of railroads than has perhaps ever been neces- 
sary heretofore. Increasing competition, the demands which 
find utterance through the farmers’ granges and acts of differ- 
ent legislatures, whether just or unjust, will compel railroad 
companies to use every possible means to reduce the expense 
of transportation and of operating their roads. Such reduc- 
tion, too, must, if many roads are to be saved from ultimate 
bankruptcy, be of the most intelligent and far-seeing charac- 
ter. It will not do, for example, to save thousands of dollars 
this year in the repairs of track which next year or the year 
atter must be paid twice over with interest in doing what 
should be done now, and in repairing machinery injured by 
the rough track. Neither will it be true economy to reduce 
the expense account by dismissing the fuel agents and 
allowing each locomotive runner to burn or waste as much 
coal as he likes. On the contrary, the truest economy 
will be, instead of 1essening the expenses of coal distribution, 
to improve in every possible way the construction of locomo- 
tives and keeping the most careful and accurate accounts of 
their performance. It seems probable that the next great rail- 
road contest will be in the employment of the best obtainable 
skill, experience, and knowledge in reducing the expenses of 
operation. In the late war between Germany and France, it 
was shown very conclusively that a nation must educate its 


people to maintain its supremacy. Heretofore war was decided 

chiefly by the heaviest guns and largest armies. The mere 

aggregate of numbers was relied on for success. But yéar 

by year, the subtle influence of scientific knowledge has be- 

come a power more invincible than majorities, and the com- 

ment of a very clever contemporary after the war reterred to 
was, that probably the military man of the future will be per- 

sonified by an intellectual looking person wearing spectacles, 

We believe that an analogous process of development is going 

on among railroads. Corrupt legislation, consolidation with 

competing lines, etc., have exercised great power, which in 

many cases has been used unsparingly. But there are indica- 

tions that the first may soon be checked, and the last, it is now 
beginning to be conceded, has gone so far,so that not much more 
can be made by it, and neither are likely to require much atten- 
tion from railroad managements hereafter. The bankruptcy 
of some jeading railroads, which is an event not at all impossi- 
ble, and the failure of the systems on which they are 
operated would, we believe, soon insure the advent of the “‘in- 
tellectual-looking man with spectacles.” It becomes therefore 
& more and more important question each year to learn how a 
railroad may be managed in the most economical way, and 
this fact gives the different railroad associetions an opportu- 
nity which few similar organizations Lave ever had. This 
should be very distinctly recognized by the members. If the 
master mechanics can show how the amount of fuel, the cost 
and expense of operating locomotives can be reduced, they 
will be sure to have a great many eager listeners and plenty of 
support from those whose support will have value. But if 
they should waste their time in Chicago in discussing whether 
they will visit the crib in the lake, or go to Calumet fishing 
the next day, they may be quite sure that they will lose the 
confidence of those whose support they need, 

We bave said heretofore, and we believe it to be true, that 
both the master mechanics’ and the car-builders’ associations 
are doing a great deal of very excellent and valuable work. 
The value of this work will, we believe, be realized by the 
railroad companies who employ those who attend these meet- 
ings. The value of the work which could be done might, wo 
also think, be very much increased, and the investiga- 
tions be extended, if the objects to be arrived at 
are clearly kept in view and the co-operation of 
the railroad companies themselves be secured. It is 
because this seems to us se desirable for the future 
success of the associations to which we have referred, that, 
instead of writing flattering things, we have rather felt 
inclined to be critical, and to point out what should be done 
and avoided, rather than comment on what has aheady been 
accomplished.. The Master Mechanics’ Association has an 
opportunity ready made for it. Since last year events have 
made the work which it should do more important than ever 
before. This will in all probability continue to be the case, 

ud it may be expected that those who handle the receipts 
and direct the expenditures will look more earnestly to these 
meetings each year for information which will show how ex- 
penses may be reduced and profits thus be increased. 








The Erie’s Answers to its Auditor’s Charges. 





On Wednesday of last week President Watson, of the Erie 
Company, submitted to the directors his reply to the charges 
made by the late Auditor, and Mr. Watson’s statement is forti- 
fied by letters from Vice-Presidents Clark and Tyson with 
reference to the division of the expenditures in the road and 
machinery departments between current expense and capital 
accounts. Tne statement is very simple and straightforward. 
The substance of it is that all expenditures for repairs and re- 
newals of road and machin ry were in the first place kept to- 
gether; that the basis for estimating current expenses in those 
departments properly was believed to be to reckon those ex- 
penditures only which were necessary to maintain the road 
and equipment in the condition in which it was received at the 
beginning of the year; that both these had been greatly im- 
proved during the period covered by the report, and that the 
amounts charged trom expense account to capital account 
under these two heads were the amounts which, according to 
the best judgment of the officers in charge, represented the 
improvement made during the period, The letters of the 
Vice-Presidents indicate that this division was made somewhat 
arbitrarily, by comparing the expenses of those departments 
for the nine months with the same expenses for previous rim- 
ilar periods. Thus in the Department of Road the expenses 
for the nine months ending with June for four years had 
been: 


UBBB. .ccccccccccccccccceseccces: cece: oorceedscceecvenecces $2,862,692. 
WTO. ccosee cocccrecccccccecccecscescceccvcsvcooceoocoveese 2,759,629.48 
MVR ccc ccccccccscceesecsece 909° .seveeccocece eocccceccces 2,661,506.48 
BOER... ccccocceee + eeece C00 sceccccccscccccesce Ovvesecces 2,511,284.64 
Average Of the GbOV0..........scsssscsessscesssccesses . «$2,698,778.17 
Total road expenses, 1873. .........cceececsesceeeee $,307,773.30 
Being above the average........5. - + seeeccccccsscceeecs $608,995.13 
Charged to current expenses, 1873.............++ee006+ $2,688,173.30 


which is $110,600 (about 4 per cent.) less than the average of 
the four preceding years, but $76,888.66 (more than 8 per 
cent.) more than for the corresponding period of the year next 
preceding. 

The amount taken from the expenditures of 1873 on road, as 
due to capital account, was $719,600. 

In the Machinery Department the total expenditures for the 
nine months were $494,733.74 more than the average expendi- 
tures for the corresponding period of the three preceding 
years. The amount charged to capital for 1873 was $404,304.23. 

To show that the expenditures charged to capital have 
effected actual improvements, the vice-presidents state that 
during December, January and February of last winter (when 
however the weather was very much less trying than the pre- 
vious year) the road expenses were $282,217 less than for the 
corresponding months of the previous year, and in the 





machinery department during the six months ending with 
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March the expenditures were $259,005 less, with a larger 
traffic. 

The vice-presidents also say that the charges to capital ac- 
count were made on the basis of statements made from the ac- 
counts under Mr. Dunan’s direction, neither Mr. Clarke nor 
Mr. Tyson having had charge of their departments for the 
whole period covered by the report—Mr. Clarke for four 
months and Mr, Tyson for only one. 

Mr. Wateon also makes several statements to show that Mr. 
Dunan had acted im bad faith. His charge that the word “‘ ap- 
proximately ” was omitted from his sworn statement of the 
accounts he meets by producing the original manuscript, 
partly in Mr. Dunan’s handwriting, which nowhere contains 
the word; and he shows by letters from him that Mr. Dunan 
warned him that an effort would be made to injure the com- 
pany’s credit by publishing false accounts; and Mr. Watson 
also says that the company’s report to the State Engineer, 
which is the last one issued by the company, was made entirely 
by Mr. Dunan, without suggestion from the President. Mr. 
Watson thus upholds the accounts as published, and charges 
the late Auditor with conspiracy to injure the credit of the 
company and the value of its stock, which latter, indeed, is 
worth about $15,000,000 less in the market than before the 

charges were made, 

Mr. Dunan has published a reply to Mr. Watson’s statement, 
which does not seem to be quite ingenuous, to say the least. 
The sum of the difference between them seems to be that Mr. 
Dunan claima that the heavy expenses for maintenance of the 
nine months covered by the report should have been charged 
wholly to expense account, while Mr. Watson claims that only 
that part should be so charged which was necessary to keep 
the property in the condition im which it was received. The 
excess, Which, we believe, was charged to “reparation” ac- 
count, and not to capital, he does not claim to have added to 
the bulk of the property, but simply to have restored it to fair 
working condition from the bad condition in which it was re- 
ceived, This was not made plain in the report to the stock- 
holders : it is not at all to the discredit of the management 
that it cost it more than average expenses to repair the dam- 
age permitted to accumulate by its predecessor, but it is likely 
to be somewhat discouraging to its bondholders that, for any 
reason, expense exceeded the income, even though a large part 
was for “reparation”—in other words, part of the proper 
expenses of previous years. 








The Mexican Railroad Projects. 

The Mexican Interoceanic and International is the name 
which has been adopted by the association with which the 
Mexican Government completed a contract last winter for the 
construction of a system of railroads in that Republic. It can- 
not yet be spoken of properly as a company, for by the terms 
of the contract no company wili exist until $4,000,000 of the 
capital stock shall have been subscribed for and 10 per cent. 
paidin. There are fourteen corporators, with whom the con- 
tract was made, most of them having Spanish names, but sev- 
eral being foreign bankers and merchants (including English, 
Scotch, Freach and German, we believe) doing business in 
Mexico, These corporators have organized by choosing a 
board of directors of three (Angel Laseurain, Sebastian Ca- 
macho and Esteban Benecke), with Emilio Velasco as Secreta- 
ry and Barron, Forbes & Co. (a leading banking house of the 
City of Mexico) as Treasurers. 

The corporatora have recently issued their prospectus in 
Mexico, calling for subscriptions to the stock among the peo- 
ple. This prospectus gives a list of seventeen cities which are’ 
to be touched by one of the main or branch roads to be built, 
and describes the main lines as follows : 

“ One of the lines to the Pacific will start from some point 
on the Vera Cruz Railroad and will pass across to the ocean 
at the narrowest part of the Republic. 

** The second line, after traversing the richest and most pop- 
ulous part of the Mexicun territory, will terminate on the Pa- 
cific coast between the ports of Manzanillo and San Blas. 

“Another line will start from the latter and will have two 
branches, one leading to the Rio Grande, then to connect, if 
possible, with some railroad in the United States which may 
extend to the frontier, while the other will extend (more 
directly to the north, or even west of north) across the States 
of Durango and Chihuahua, whence it may easily be extended 
to a connection with any railroad in the United States which 
may reach Paso del Norte or the frontier of Chihuahua,” 

The subsidy is stated to be at the rate of $8,000 per 
kilometre ($12,880 per mile) payable in bonds which will be, 
after 1876, the only legal tender for 8 per cent of the import 
duties atall the principal custom houses; while if all the lines 
shall be compl ted in one year less than the ten fixed by law 
as the limit, a premium of $100,000 will be paid for the 
government, $200,000 per year if in two years less, $300,000 
per year if in three years less, $400,000 per year if in four 
years less, payable in bonds of the kind before described. In 
1873 the amount of bonds required by the terms of this con- 
tract would have been $800,000 or more. 

Other concessions to the railroad company are exemption 
from taxation for 50 years, exemption from duties on all ma- 
terial destined for the construction and working of the rail- 
road for fifteen years, exemption from port duties during con- 
struction and tor five vears afterwards. 

The corporators say that they do not expect to obtain money 
enough in Mexico to complete the work, and that they have 
labored incessantly in order to obtain the co-operation of 
foreign capital, 

The shares are of $100 each, $10 of which is to be paid on 
subscribing, and the rest in installments of the same amount, 
which shall not be collected oftener than once in three 
months. 

A popular stock subscription of this amount would doubtless 
do much to encourage foreigners to trust their money in such 
a scheme, and the amount, to us, does not appear very large: 
but in proportion to population it is equivalent to a stock sub- 
scription of at least $40,000,000 in this country, and in propor- 





tion to wealth to one, probably, of not less than $100,000,000. 
Indeed, « proposition for a popular subscription of $1060,000,000 
for the “‘double-track, all-steel, exclusively-freight great nation- 
al trunk railroad” in this country would be something like this 
Mexican proposition, with the important difference, however, 
that our people are sure of railroad facilities without invest- 
ing in any company, while the Mexicans are not, have no rail- 
road or other steam thoroughfare at present, and probably— 
such as think of the subject at all—think it natural that they 
should have to make some effort themselves before foreign 
capitalists will come to their aid. 








Record of New Railroad Construction. 


The total miles constructed in the United States this year 
sho id have been printed 324 in last week’s record, instead of 
803, which was the total reported the previous week. 

This number of the RarmRoap Gazerre has information of 
the laying of track on new railroads as foll ws: 

Berks County.—Extended from Moselem, Pa., northward 6 
miles, and from the northern terminus at Slatington completed 
southwestward 7 miles to Germanville—in al) 13 miles. Frank- 
Sord & Breakwater.—Track is laid from Georgetown, Del., 
south by east 24% miles. Louisville, Paducah & Southwestern. 
- This road, late the Zlizabethtown & Paducah, has been com- 
pleted by the laying of 744 miles of track on what was known 
as the Louisville Extension, which now becomes part of the 
main liae of the road. 

This is a total of 22%, miles of new railroad, making 347 miles 
completed in the United States in 1874. 





THe Wisconsin RariRoap Law, commonly known as the 
‘Potter Bill,” divides the railroads of the State into three 
classes, Class A including the lines worked by the Milwaukee 
& St. Paul, the Chicago & Northwestern and the Western 
Union, Class B the Wisconsin Central, the Green Bay & Min- 
nesota and the West Wisconsin, and Class C all other railroads 
in the State. Class A is limited to a charge of three cents per 
mile for passengers, Class B to 344 and Class C to four cents. 
The law establishes a classification of freights into four gen- 
eral classes and seven special classes, the latter being confined 
to car-load freights. Railroads of Class A and Class B are lim- 
ited for freight of Class D, which includes grain in bulk, to a 
charge of 6 cents per 100 lbs. for the first 25 miles, 4 cents 
for the second 25 miles, and 2 cents for each additional 25 
miles. Railroads of Class C are forbidden to charge more 
than the rates which they charged on the first of June, 1873. 
A Board of Commissioners is established whose duty shall be 
to collect statistics, fix certain clessifications, and reduce rates 
on any of the railroads as they shall think best. 

Tne rates being fixed for all the principal roads, a calcula 
tion of the receipts of the traffic for any past period at these 
rates enables the companies to ascertain what the effect of 
the law would be. Some of them have made such an examina- 
tion, and they report that the result wouid be a reduction of 
about 80 per cent. in their receipts, leaving not enough or 
not more than enough for working expenses, and no surplus 
for either interest on bonded debt or dividends on stock. 
Thus the execution of the law would be, practically, the con- 
fiscation of the railroads. The companies have decided not to 
obey the law, believing it to be unconstitutional, and to con- 
test its validity if an attempt is made to enforceit, As yet 
the Governor has not appointed the Railroad Commis- 
sioners,‘and there seems to be some doubt whether an attempt 
will be made to enforce the law. 





Tue Grain Movement cannot be charged with the decline 
in traffic, as the returns so far this year at the six leading 
lake ports (Chicago, Milwaukee, Duluth, Detroit, Toledo and 
Cleveland, ) show that the receipts were 86 per cent. more in 
grain and 50 per cent. more in flour than for the same period 
last year, 75 per cent. in grain and 120 per cent. in flour more 
than in 1872, and 180 per cent. in grain and 100 per cent, in 
flour more than in 1871, which is certainly as rapid progress 
as could reasonably be expected. The shipments from Chi- 
cago, Milwaukee, Detroit and Toledo have been greater than 
the receipts in flour and four-sevenths of the grain receipts, 
leaving about 14,000,000 bushels excess of receipts over ship- 
ments. Moreover, the increase has been wholly in wheat, 
which pays the highest rates, brings the producer the largest 
income, and so adds to the purchasing power which in ordi- 
nary times gives the east-and-west roads the largest back 
traffic. New York prices for wheat are about 6 per cent less 
than at this time last year, but the enormously larger product 
which has been and is to be marketed ought to make the 
wheat-growing West much richer than last year. 








Tue Senate TRANSPORTATION CommitTTEER, which held ses- 
sions in various cities of the United States last summer, has 
prepared a very long report on the complaints concerning 
transportation charges and the best methods of remedying 
them, which recommends the improvement of all those water 
routes that have ever been proposed, we believe, including a 
Niagara Ship Canal, improvement of the Erie Canal, the 
James River & Kanawha Canal, the Atlantic & Western Canal, 
and the improvement of the Mississippi River, all of which, 
the Committee think, might be done for about $155,000,000, 
and be cheap at that. The bill was reported last week by Mr. 
Windom, of Minnesota, in a speech summarizing the report. 
We intend to puplish this summary next week. 








Transportation in Congress. 


In the Senate, on the 22d of April: 

The Senate bill to authorize the County Commissioners of 
Thurston County, Washington Territory, issue bonds for 
the purpose of queraning.* railroad from Budd’s Inlet, 
Puget Sound, to intersect the North Pacific Railroad, at or 
near Tenino, was taken up and passed. 

In the Senate, on the aha : 

Mr. Scott, of Pennsylvania, introduced a bill supplementary 





to the act to incorporate the Texas Pacific Railroad Company, 





and to aid in the construction of the roads. Referred to the 
Committee on Railroads. 

In the Senate, on tte 24th: 

Mr. Windom, of Minnesota, in submitting the report of the 
Transportation Committee, which makes a large volume, 
made a speech descriptive of its contents. 

In the House, on the 25th: 

Mr. Hurlbut, of the Committee on Railroads and Canals, re- 

rted a bill for the construction of the Portland, Dalles & 

alt Lake Railroad, with mes pgs that the United States 
shall guarantee and pay interest on the company’s 5 per cent, 
bonds to the extent of $8,000 per mile, amounting in all to 
$5,600,000, as each section of 25 miles is completed, and that 
the railroad company shall perform all service for the Govern- 
ment free of charge. 
Qeneral QRailroad Mews, 
ELECTIONS AND APPOINTMENTS. 

—The newly elected board of directors of the Cuyahoga Val- 
ley Railroad Company met in Cleveland, O., April 24, and 
chose Hon. Reuben Hitchcock a director in place of Joseph 
Perkins, resigned. The board then elected the following oni. 
cers for the ensuing year: President, Reuben Hitchcock ; 
Vice-President, David L. King; Secretary and Auditor, Louis 

. Ev 


D. Clarke; Treasurer, 8. erett ; Chief Engineer, P. H, 
Dudley. 


—Mr. John Whitmore, late Agent at Buffalo for the Grand 
Trunk Railway, has been appvinted Manager of the Interna- 
tional Fast Freight Line. Mr. 8. 8. McCrea succeeds Mr, 
Whitmore in Buffalo, 

—The corporators of the West Point & Hanover Junction 
Railroad Company met at West Point, Va., April 16 
affected a eee? organization by electing ward Boyle 
President, W. D. Pollard Secretary in Virginia, and William 
Armstrong Secretary in New York. The 
is No. 59 Broadway, New York. 


—The stockholders of the Berlin & Pomeroy Railroad Com- 
pany met in Cincinnati, April 14, when the following directors 
were elected: 8. L. Campbell, A. W. Waters, Cincinnati, O.; 
J. M. Watts, Jackson, O.; A. B. Waters, Marietta, O. ; Amos 
Smith, Chillicothe, O.; W. C. Cline, Wilkesville, G. ; J. C. H. 
Cobb, Berlin, O. 


- Mr. Robert W. Downing, heretofore Assistant Comptroller 
has been appointed Comptroller of the Pennsylvania Railro 
Company, in place of Samnel G. Lewis, resigned. 

—At the adjourned annual meeting of the Ategheoer Valley 
Railroad Company in ene Pa., April 24, the following 
directors were chosen: Felix R. Brunot, B. F. Jones, J. P, 
Lyon, William M. Lyon, William K. Nimick, James Park, Jr., 
John Scott, Pittsburgh ; Thomas A. Scott, George B. Roberts, 
Philadelphia. Mr. John Scott was chosen President, in place 
of Col. W. M. Phillips, deceased, whom he succeeds also as a 
director. T. A, Scott and G. B, Roberts are also new director, 
the board having two more members than last year. 


—At the annual meeting of the Frankford & Breakwater 
Railroad Company in Millsboro, Del., April 20, Benj. Burton, 
Elisha W. Cannon, John Hickman, Henry Hickman, John T, 
Long, William A. Gum, William 8. Phillips, G. H. Wright and 
E. W. Tunnell were elected directors. The two last-named are 
new directors, replacing C. 0, Stockey and R. B. Houston. 

—It is stated that Mr. C. J. Brydges’ connection with the 
Grand Trunk Railway haa finally ceased. though his per- 
manent successor has not yet been appointed, and that Mr, 
Joseph Hickson, Secretary and Treasurer, has been appointed 
to fill the position of Managing Director temporarily. 

—At the annual meeting of the Detroit, Monroe & Toledo 
Railroad Company at Detroit, Mich., April 21, the followin 
directors were elected: Amasa stone, Jr., H. B. Payne Still 
man Witt, George B. au, 0. P. Leland, Cleveland, O.; Warner 
Wing, Monroe ich.; William L. Scott, Erie, Pa., William 
Williams, Buffalo, N. Y.; Philo Morehouse, Albert Keep, 
Chicago, Il.; Augustus Schell, N. Y. The road is leased to 
the Lake Shore & Michigan Southern Company, which owns all, 
or nearly all the stock. 

—Mr. Rufus Hatch has been appointed Managing Director 
of the Panama Railroad Pomuens. Mr. Hatch holds the same 

osition in the Pacific Mail Steamship Company, so that the 

wo —— are now practically under the same manage- 
ment, 

—Mr, George D. Chapman, of Fairfield, Conn., contractor for 
the Kansas Midland road, is also the General Manager. Mr. 
W. W. Fagan, formerly Assistant Superintendent of the 
Atchison, Topeka & Santa Fe, has been appvinted General 
Superintendent of the Kansas Midland, and Maj. T. J. An- 
derson, late agent for the Kansas Pacific in Topeka, has been 
a General Freight and Ticket Agent. The offices are 
at Topeka, Kan, 

—At the half-yearly meeting of the Grand Trunk Railwa 
Company of Canada in London, England, April 9, Robert Gil- 
lespie wae re-elected and 1. Newmarch was elected a director. 
Albert Creak was chosen Auditor, and W, M. Ramsey was 
elected one of the auditors in Canada, in place of W. New- 
march, chosen director. 

—Mr. Paul W. Bossart, formerly Superintendent of Tele- 
graph of the Buffalo, New York, & Philadelphia road, has been 
es, Superintendent of Telegraph of the Great Southern 

ilroad. and is now ee in building the company’s tele- 
graph line, from Jesup, Ga., to Jacksonville, Fla. 

—At the annual meeting of the Goshen & Deckertown Rail- 
road Company in Florida, N. Y.. April 14, the following direc- 
tors were elected: William H. Houston, E, A. Post, J. W. Coi~ 
win, John M. Armstrong, Lewis Wilcox, Nat. R. Feagles, Same 
uel E. Gale, Robert Youngs, James R. Houston, William L. 
Vail, Wisner Murray, D. C. Jayne, Daniel Bailey. The officers 
elected were: W. H. Houston, President; W. P. Townsend, 
Secretary; Wisner Murray, Treasurer. 

—Mr. John H. Bensell has been appointed Paymaster of the 
Delaware, Lackawanna & Western Railroad. e «as been for 
several years Paymaster of the Morris & Essex Division. 

—At the annual meeting of the St. Louis & Manchester 











dress of the latter 


Railroad Company in St. Louis, April 20, Wm. H. Benton, N. - 


D. Allan, John F. Long, Wm. Matthews, A. 8. Mermod, Ben 
O. Clark, Samuel Reber, Edward Morrison, Thomas E. rats, 
George W. Shaw, H. D. Hatch, Rudolph Peck and H. T. Mud 
were chosen directors for the ensuing year. The board sub- 
sequently elected officers as follows: John F. one President; 
Edward Morrison, Vice-President ; Henry T. Mudd, Secretary 
and Treasurer. 


—At the annual meeting of the Stevens and Condit Trans- 
—- Company in Newark, N. J., April 27, Thomas W. 

awson, O. H. Bondit, W. H. Camp, ‘T. T. Kinney, H. Whit- 
tingham, J. Dawson and R. de Lamontaigne, al! of Newark, 
were chosen directors. The board re-elected C. H. Condit, 
President ; T. W. Dawson, Vice-President, and H. Whitting- 
ham, Treasurer. 

—The directors of the Columbus & Toledo Railroad Com- 

any, chosen at the recent annual meeting are as follows: 

m. Dennison, B. E. Smith, M. M. Greene, W. G. Deshler, H. 
J. Jewett, D. 8. Gray, A. L. Backus, 8. M. Young, H. 8. Wal 
bridge, H. C. Noble, J. J. Hane, H. Williams, McD. Carey. 

—The Boston & South Framingham Railroad cour bas 
effected a preliminary organization by electing the ollowig 
directors: William E. Baker, Edward Atkinson, Boston ; J 
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sop Bigelow, Joshua Parmenter, South Natick, Mass.; James 
Mclntosb, Needham, Mass. ; R. Pebbles, Natick, Mase. ; Otis 
tg Newton, Mass. ; Willard A. umphrey, Brookline, 

ass. 








TRAFFIC AND EARNINGS. 





—The earnings of the Great Western Railway of Canada for 
the week ending April 3 were: 1874, £25,209; 1878, £26,918; de- 
crease, £1,704, or 6%% per cent. 

—The earnings of theGrand Trunk Railway for the week 
ending March 28 were: 1874, £40,100; 1878, 232,600; increase, 
£7,500, or 23 per cent. For the week ending April 4 the earn- 
ings were: 1874, £40,900; 1873, £42,500; decrease, £1,600 or 33 
per cent. 

—The earnings of the Erie Railway for the first week in 
April were: 1874, $346,015; 1878, $879,481; decrease, $33,416, or 
8} per cent, 

—The earnings of the Indianapolis, Bloomington & Western 
Railway for the first two weeks in April were: 1874, $76,639; 
1873, $57,690; increase, $18,949, or 82% per cent. 

—The earnings of the Milwaukee & St. Paul Railway for the 
third week in April were: 1874, $173,700; 1878. $125,287; in 
crease, $48,413, or 3854 per cent. 

—The earnings of the Erie Railway for the second week in 
Avril were: $1874, $432,614; 1873, $442,669; decrease, $10,055, or 
2% por cent. 

—The coal tonnage ef the Cumberland & Pennsylvania Rail- 
road for the year 1878 was as follows: 

1873. tons, 1872. tons. Inc or Des, P. c. 
Main Line (38 miles).......... 2,243,659 1,890,605 Inc. 353,064 18% 
Eckhart Div. 14 miles 225,473 229,687 Dec. 3,214 1% 


-eeeee 2,470,192 2,120,292 Inc. 949,840 1634 


—The earnings of the South Carolina Railroad for the year 
ending December 81 were: 


1873. 1872, Increase, P, c. 
.. $1,491.015 89 + $1,401,211.95 





Farnings.... $89,804.64 6% 
BRPGREED ccc cesses coves 914 550,67 856 105.61 58,444.96 6% 
Net earnings....... $576,465.32 $545,105.64 $41,359.68 56% 


The gross earnings were $6,136, and the net earnings $2,372 
per mile in 1878, against $5,766 and $2,243 in 1872. The ex- 
pense: were 61.34 per cent. of earnings in 1878, against 61.10 per 
cent in 1872. 

—The coal traffic of the Pennsylvania Railroad for the first 
two weeks of April was as follows: 

Bituminous (in tons of 2,000 Ibs) 
BOUOTND e200. 202 08000060. cvoes 





Te Ls vahihaeabied 145.185 
Danville, Hazleton & Wilkesbarre (anthracite).......-ceeeeeses 3217 








CHIGAGO RAILROAD NEWS. 
Chicago & Southern. 


This recently-oranized company has for its stockholders a 
number of property owners along the line of the Chicago, 
Danville & Vincennes Company’s proposed new line from Dol- 
ton to Chicago. This line was located and partly graded last 
year, but has not been completed, owing to the embarrass- 
ments of the company. The Chicago & Southern Compan 
intends to tike this line, complete it and lease it to the Chi- 
cago, Danville & Vincennes, provided the subscriptions made 
slong the line can be transfcrred to it. 


Fares Between Ohieago and St. Louis. 
Rates were reduced May 1 from $11 to $9 for first-class and 
from $9 to $7.50 for second-class passengers. Round-trip 
tickets are issued for $17, first class. The corapany will soen 
sell round-trip tickets to and from way stations on its line, 
The company is making arrangements for competing for 
Union Pacific freights by sending them by way of Louisiana, 
the St. Louis, Kansas City & Northern, and the St. Joseph & 
Denver to Kearney. 


Tllinois Central. 


This road carries contributions for the relief of the South- 
ern sufferers from floods free of charge. 


Ohicago, Rock Island & Pacific. 
A new schedule of freight rates, which went into effect April 
25, makes considerable reductions in charges to canal points. 


THE SCRAP HEAP. 


Railroad Manufactures. 

The Union Iron Works at oe 
the hands of Wilson, Leggate & Co., 
railroad supplies, principally axles. 

The Edgar Thompson Bessemer Steel Works, near Pitts- 
burgh, Pa., are rapidly approaching completion, The engines 
which will drive the machinery are in place, and the blast en- 

nes and converters are ready to put up. The engines were 

uilt by Mackintosh, Hemphill & Co., and the converters by 
Totten & Co., both of Pittsburgh. 

The Baldwin Locomotive Works in Philadelphia are building 
12 locomotives for a railroad in Southern Russia. The works 
are running with less than the usual number of men, but more 
than were employed last fall. 

The Lebanon Manufacturing Company at Lebanon, Pa., is. 
building for the New York Central & Hudson River road 100 
box cars, three stationary engines, two of 60 and one of 35 
horse-power, and six portable engines of eight horse-power. 

The Roane Iron Company’s rail mill at Chattanooga, Tenn., 
last year turned out 11,000 tons of rails. The works are now 
Tunning on two-thirds time. 

The Vulcan Iron Works at Chattanooga manufacture car- 
axles, bar-iron, bolts and other railroad supplies. The mills 
~ capacity of 15,000 tons of finished iron yearly. 








Pa.,. have passed into 
who will manufacture 


y 
son & Bannan at Port Carbon, Pa., manufacture light pan 


tank engines for use in mines and by contractors, 
British Rail Exports. 

The Board of Trade returns show exports of railroad iron for 
the month of March amounting to: 


1874. 1873. 
Toall countries.................+ ssveeees 62,992 , 49,964 
To United States.......-.css .ssces-seeee -++ 11,087 20,552 
And for the three months ending with March: 
To 1874, 1873. 
? all countries......... le SR Is Ay wtp 159,303 184,515 
INET TRROOR. 5000000 co cceccescneses +++. 28,025 69,453 


The exports to the United States would be sufficient only for 
the laying of about 280 miles of average new road, which is 
Y More than was constructed during that time ; but the 
Fenewals would natyrally amount to six or eight times as much, 
nd American milis have had, virtually, command of th 


the 
v i Smoking Oars, 
An exchange says: “A new method for ventilating smoking 
“F8 was recently tested on the Boston & Albany Railroad. 
under the car, 


which forces the air through a pipe into acar, passing out at the 
top in nearly the usuai manner. 


Railroad Sociables. 2 

An exchange says that the ladies of Birmingham, Ia., are 

olen series of entertainments called “ Railroad Sociables,” 
eo 


ect of whith is to aid in the building of the St. Louis, 
Keosauqua & St. Paul road through their town. 


Heavy Train. 

Engine No. 950 on the Pennsylvania Railroad, April 10, took 
a train of 102 cars, one loaded and 101 empty, from Columbia 
to Harrisburg. On its return trip it hauled 70 loaded cars 
over the same section of the line, the distance being 24 miles. 








OLD AND NEW ROADS. 
ividends. 
Dividends have been declared by the following companies: 


Cedar Rapids & Missouri River, 2 per ey tammy pay- 


able May 1. The road is leased to the O icago and North- 
western, 
Cincinnati, Sandusky & Cleveland, 3 


oa cent., semi- 
annual, on the preferred stock, payable May 1. 

— & Lawrence, 5 per cent., semi-anntal, payable 
ay 1. 

Nashua & Lowell, 5 per cent., semi-annual, vayable May 1. 
New Bedford, 4 per cent., semi-annual, payable May 1. The 
road is leased to the Boston, Clinton & Fitchburg. 

Concord Railroad, 5 per cent., semi-annual, payable May 4. 

Boston, Concord & ontreal, 3 per cent. semi-annual, on the 
preterred stock, payable May 18. ’ 

Boston & Albany, 5 per cent., semi-annual, payable May 15. 
ie & Providence, 5 per cent., semi-annual, payable 

ay 15. 


May 15. 
New York & Oswego Midland. 


-An agreement prepared and presented by Allen, Stephens 
& Co.’s committee is being circulated among the bondholders. 
It constitutes D. B. Halstead, Gerrit H. Smith, H. Blenner 
hassett. E. 8. Whelen, C. Storrs and C, W. Hassler agents of 
tie signing bondholders and gives them power as an Executive 
Committee to take such measures as they may deem best for 
the interests of the bondholders, to institute suits, omgiey 
counsel or take other steps that may be decided "0. he 
committee is suthorized to increase or diminish its number 
with the consent of all the members, and to delegate its powers 
to a sub-committee or an agent. 


Shreveport & Southwestern. 

This company asks for a subscription of $300,000 from the 
city of Shreveport, La., and an election is to be held. The 
Texas Legislature has passed the bill chartering the company 
which is to build the Texas portion of the line. The bill au- 
thorizes a consolidation with the Louisiana company. 


Union Pacific. 

A suit has been commenced by M. M. Simpson to restrain 
the company and its agents from selling any securities exe- 
cuted under the indentures dated December 18, 18738, known 
as the sinking-fund mortgage. An order was issued for the 
bey oy to appear and show cause why an injunction should 
not be issued, and the case was to be argued April 30, The 
complaint alleges that the ccmpany first borrowed sume ten 
million dollars of money on income bonds, and made them a 
lien on all their property, after first-mortgage and land-grant 
bonds, but neglected to record the deed of trust by which this 
lien was created, and now proposes to borrow sixteen million 
dollars more, und to give a mortgage that shall cut oft the 
oo on income bonds who supposed they held a deed of 
trust. 

The Land Department sold in March 381,712.84 acres for 
$155,306.11, an average of $4.90 per acre. 

Meetings. 

The ning companies will hold their annual mcetings at 
the times and places given: 

Seaboard & Roanoke (adjourned from April 23) at the office 
in Po: tsmouth, Va., May 6. 

Indiana & Illinois Central, in Indianapolis, Ind., May 6. 

Illinois & St. Louis Bridge Company, at the company’s office, 
No. 215 Washington avenue, St. Louis, May 6, at 10 a. m. 

Lake Shore & Michigan Southern, at Cleveland, O., May 6, at 


lla. m. 

Central, of New Jersey, at the office in Jersey City, May 8, 
at 12 noon. 

Delaware & Hudson Canal Company, at the office, No. 71 
Broadway, New York, May 12, at 12 noon. 
wae Harlem, at the Grand Central Depot, New York, 

ay 19. 

Central Vermont, at St. Albans, Vt., May 19. 

St. Louis, Alton & Terre Haute, at the company’s office in 
St. Louis, June 1, at 3:30 p. m. 

New York Bridge Company, at the office, No, 21 Water street, 
Brooklyn, N. Y., June 1, at 12 noon. 

New York Central & Hudson River, at Albany, N. Y,, June3. 

Chicago & Northwestern, in Chicago, June 4, ‘Transfer 
books are closed from April 29 to June 6. 


New Jersey Southern. 

Greenleaf, Norris & Co,, No, 66 Exchange 9 New York, 
request all holders of first-moitgage bonds communicate 
with them immediately with reference to their interests. 


Boston & South Framingham. 

A greltninecy organization has been effected of a company 
which is to buiid a new line from South Framingham to Bos- 
ton. The line surveyed runs from South Framingham through 
South Natick, Needham Center, Newton Upper Falls and 
Brookline to the Old Colony road in Dorchester. It will be 
oo of but not very tar from the line of the Boston & Al- 

any. 


Henderson & Overton. 

The Texas Legislature has passed a bill granting this com- 
y a charter and a bonus of 16 sections of land per mile. It 

is to be a branch line about 25 miles long from the Interna- 

} eae & Great Northern at Overton, Texas, southeast to Hen- 
erson. 


Burlington & Southwestern. 

A special meeting of the stockholders was held in Burling- 
ton, la., April 24, at which over three-fourths of the stock was 
represented. The stockholders unanimously voted to author- 
ize the issue of preferred stock in accordance with the law 
by the last lowa Legislature. The amount of preferred 
stock to be-issued is $3,100,000, of which a part wi @ ex- 

ed for the outstanding bcnds, and the remainder will be 
a os the completion of road and in settling the float- 
ing debt. 


bi loods in the Bon wget thefSouthwest this spring 


have caused an almost universal delay and interruption of 
travel. The New Orleans, Jackson & Great Northern lost 
several bridges near Amite, La., and the Hostess Central 
had a bad break above Canton, Miss. The New Or leans, Mo- 
biJe & Texas road had lost three bridges between Mobile and 
New Orleans and at Jast accounts been closed for a week. 


Palace Car Company, 8 per cent., quarterly, payable 





principally, of a boxed fan-wheel 
tad operated by # pully and belt at to one of the axles, 


M luis & Little Rock wi eported under water 
for nearly 40 tion and the Lotieviile & ashville’s Memphis 


Line was closed some days by several wash-outs near Clarks- 
ville ‘enn. The Memphis & Charleston was also ly 
damaged. In Alabama the Mobile & Montgomery lost several 
bridges, and bad wash-outs were repor on the Alabama 
Central between Selma and York. On the Alabama & Cha - 
tan »0ga the bridge over the Tombigbee River, the largest on 


tne road, was carried away, and latest accounts state that the 
high water had prevented any attempt to replace it. Hardly 
any road in bama, Mississippi and Central or Western 
T has ped serious damage. 





Oleveland, Columbus, Oincinnati & Indianapolis. 

The new bridge over the Cuyahoga River at Cleveland, O., 
is completed and in use by trains. is a double-track bridge. 
with a draw Cponies of 160 feet, the draw s being 210 tee 
ry, 9 It isa Post truss of iron, and was built by the McNa' 

& Claflen Manufacturing Company in Cleveland. The draw 
opened by steam power, it was erected without interruption 
to travel, the old wooden — being in constant nse by 
trains while the new one was being put up. 


St. Louis, Keosauqua & St. Paul. 

This company has filed articles of incorporation in Missouri. 
The road in Missouri is to extend from the southern end of 
the Iowa line at the State boundary south to the Hannibal & 
St. Joseph road in Shelby County, and will be about 65 miles 
long. The capital stock is to be $3,500,000 


Lake Qn o Shore. : 

e Rochester Union & Advertiser reports, on the authorit 
of an officer of the company, that a large amount of the bende 
have been negotiated in Europe, and that work will soon be 
resumed on the extension of the road westward, 


Lake Ene & Louisville. 
Suit has been commenced in New York by F, Schuchardt & 

Sons against this company to recover $430,000 and interest, 

on unpaid promissory notes. 

Louisville, Cincinnati & Lexington. 

The section bands aiu.d bridge men on this road struck last 
week to secure payment of wages over due. All movement of 
freight was stopped, but passenger trains continued to run, 
though it is reported that a number of water-tanks were 
destroyed and some damage «lone to the track by the strikers. 
South Side of Long Island. 

The trustees advertise that the coupons which were duc 
November 1, 1875, on the sinking fund bonds will be paid on 

resentation to them at the Atlantic Savings Bank, Brooklyn, N. 

-, 8uch payment to be a discharge of coupons, 

On a hearing of a motion to vacate the order of Judge Don- 
ohue appointing a receiver and also enjoining the trustees 
from interfering with the receiver, Judge Pratt, of the Su- 
preme Court, declined to vacate the order, but consented to 
modify the injunction xo that the receiver cannot interfere 
with the rights of the trustees in the mortgaged property. 

The road is in the hands of the United States Marshal 
bankruptcy procecdings, 


Wisconsin Oentral. 


The company having applied for the patents for the lands due 
on five sections of 20 miles each of the road north of Stevens’ 
Point, the Secretary of the Interior decided to issue the 
patents for only the land duc on three sections, withholding 
the rest until the road is built from Stevens’ Point south to 
Portage. Subsequently this decesion was modified so as to 
permit of the issue of a patent for land: due on one section as 
each 20 mile section of the Portage line is tinished, The com- 
pany has accepted the conditions, 


Southern Minnesota, 

t is stated that an agreement is nearly concluded between 
the first-mortgage and second-mortgage bondholders and the 
floating debt creditors. Thisagreement provides for in amica- 
ble foreclosure and a reorganization of the company, in which 
all interests will be included, each receiving a fair inierest in 
the property. 

Illinois & St. Louis Bridge. 

The — is now so far completed that a few hours’ work 
on the roadway will make it ready for travel. It has not yet 
been opened to the public, owing, it is said, to a slight mis- 
understanding between the contractors and the company. 
Montolair. : 

he foreclosure sale, which was to have taken place April 
25, was adjourned four weeks, to May 23. The road remains 
in possession of Mr. A. 8. Hewett, »s trustee for the bond- 
holders. Trains are — on the upper end of the road, 
trom Montclair, N. J., to Monk’s. 

It is stated that the sale of April4 to Mr. Guest has boen 
canfirmed, His title, however, seems to be merely nominal, 
as the sale was made subject to the mortgages, which amount 
to $2,580,000 on 40 miles of road. 


New York, New Haven & Hartford. 

The New Haven (Conn.) Journal of April 21, thus describes 
the pew depot in that city: 

* The plans require a passenger room 170 feet long, 55 feet 
wide, and 18 feet igh in theclear, This extensive room will 
be in the center of the peg ‘Then in the east end will be 
the bange e room, 25x52 and 1844 feet high, and in the weat 

art will be the express room of the same sige as the 

aggage room. ainst the depot will be a covered 
platiorm, 940 feet long and 25 feet wide, Outside of this 
will be two tracks, and outside these tracks another long 
platform, also covered, 1,000 feet long and 25 feet wide, Out- 
side of this will be two more tracks: At either end of the depot 
will be, going outward, a platform, each 360 feet long and 
about 40 feet wide, both covered. three tracks will come in 
at either end. The building itself will be 270 feet long and 55 
feet wide. The brick work will be 87 feet high above the water 
table. The exterior wall will be of Hartford pressed brick, 
with brown stone wv from the Portland quarries, The 
work on the ce!lar and first floor is com leted, and Mr. Maher 
will commence work on the main building probably to-day. 
The building will be ready for the roof about ny Ai 

The men in the New Haven shops, who have n working 
eight hours per day all Winter, have begun to work full time 
again, 


New Yo New Englan , 
w.F a4 a creditor, 4... filed a petition in the United 


States Circuit Court at Boston for leave to sell French’s Wharf, 
owned by the roa.1, to recover on a mortgage note for $100,000. 


Geneva & Ithaca, 


An agreement of consolidation Las been made by the direc- 
tors of this company and the Ithaca & Athens, which is to be 
voted on by the stockholders of both companies at special 
meetings to be held May 9. It is believed that the agreement 
will be ratified. The name of the consolidated company will 
be Geneva, Ithaca & Athens. 

The Geneva & Ithaca road was opened for business last full 
and is 40 miles long, from Geneva, N, Y., south by east be- 
tween Cayuga and Seneca lakes to Ithaca. The Ithaca & 
Athens road runs from Ithaca south 40 miles to Athens, Pa., 
connecting with the Pennsylvania & New York road, to secure 
the coa) traffic from which both roads were built, 


8t, Louis & Southeaste: 
it is SS ia that Gothe to the continued stagnation of 
transportation business, payment of the coupons on the first- 


tho 





mortgage bonds, due he / 1, will be postponed to August 1, 
when they will be paid with 7 per cent. interest in currency 
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added. A German paper states that the directors have issued 
e circular saying that they will be compelled to fund the cou- 
pons of the consolidated 


cent, gold certificates. 


Kansas Oity, 8t. Joseph & Oouncil Bluffs. 

Work has been commenced or a thorough repair of the 
roadway. A e number of new ties is to be put in the 
track and many defective rails will be replaced. 

Kansas Midland. 

Track- was commenced at Topol, Kan., April 15, and 
that the road will be finished to Lawrence by 
distance by this road is 26.4 miles from the depot 

of the Atchison, T: & Santa Fe road in Topeka to the St. 
Louis, Lawrence & Western depot in Lawrence. A surveying 

rty is to be put on the line from Lawrence to Kansas City, 
Mo. shortly. Mr. George D. Chapman, of Fairfield, Conn., is 
the contractor. The route is a lit 
allel with the Kansas Pacitic. 


Galveston, Harris & San Antonio. 

The grading is nearly completed to San Marcos, Tex., 72 
miles west of Columbus. Two more cargoes of iron have ar- 
rived at Galveston for the road. San Marcos is about 50 miles 
eastward from Antonio. 


Davenport & St. Paul. 

Reports are current that this road will betore long pass into 
the hands of the Chicago, Rock Island & Pacific Company and 
will be completed to St, Paul. It is nowin operation from 
Davenport, Ia., north by west 125 miles to 
branch to uoketa 32 miles long. 


Savannah & Charleston. 

A proposition has been made to fund the interest on the 
bonded debt for three ae in7 per cent, bonds having the 
same time to run as the bonds from which the coupons are 
funded. It is also proposed to fund the floating debt in 10 

certificates. The funded debt is about $1,500,000 and the 
oating debt $300,000, At present the termini at Savannah 
and Charleston are in an untinished condition, and it is be- 
lieved that with adequate terminal facilities and the business 
to be derived from the Port Royal road the acon which 
last year were about $240,000, can be largely increased. 


Cayuga Lake. 

Some time since this company was thrown into bankruptcy 
on suit of a creditor who held a protested note tor $10,000, and 
proceedings were also commenced to foreclose the second 
mortgage, under which $400,000 in bonds had been issued, the 
coupons on which are unpaid, Suit is now brought by Elliott, 
Collins & Co,, of Phil: phia, the former bankers of the com- 
pany aud its creditors for about $122,000, to —_ the fore- 
closure of the second mortgage. The plainti 6% allege that 
they were induced to make large advances to the company by 
misstatements of its affairs ; that the issue of second-mortgage 
bonds was irregular and never papery authorized, and thut 
the foreclosure suit is a conspiracy on the part of certain par- 
ties to get possession of the road, On the part of the defend- 
ants it is urged that there is no bad faith in the transaction ; 
that the question now in controversy can better be tried after 
the foreclosure sale, in a suit for distribution of the proceeds 
of the sale, and that the matter is properly before the United 
States District Court and out of the jurisdiction of the State 
Court, 

The road is 88 miles long, from the New York Central at 
Cayuga, N. ¥., south to Ithaca, The stock paid in is about 
$400,000, the first-mortgage bonds $800,000 and the second- 
mortgage $400,000. 


Kansas Pacific. 

The President announces that the issue of bonds known as 
‘Denver Extension bonds,” covering that part of the road 
from the 394th mile-post west of Kansas City to Denver and 
8,000,000 acres of land, also the land-grant bonds dated July 1, 
1870, secured by 2,000,000 acres of land between the Missouri 
and the 380th mile-post, und also the Denver Pacific first- 
mortgage bonds, will be received at par with accrued and 
waged interest in payment for any of the lands by which the 
bonds are secured, 


The New Northwestern Railroad Laws. 
A Milwaukee paper of recent date says: 


south of and nearly par- 


ayette, with a 


“On Saturda, t a joint meeting of the Boards of Di- 
roctors of the Milwaukee & St. Paul and the Chicago & North- 
western 8, was held in New York for the purpose of 


considering what action should be taken in reference to "the 
new railroad laws of Iowa, Wisconsin and Minnesota. Messrs. 
Charles O’Conor, B, F. Curtis, E. RK. Hoar and William M. 
Evarts were present, together with the regular uttornies of 
the companies. Messrs. Merrill and Porter stated it to be 
their ef that under the new lawns it was papenetbte to so 
run the roads as to pay expenses. At present the operating 
expenses were 75 per cent., and these laws, if enforced, woul 
diminish the receipts 25 per cent., cut off all profits to stock- 
holders, and even render it impossible to pay the interest on 
the bonds. The laws in question were then read and the law- 
yers present gave it as their opinion that the laws were un- 
constitutional and could not be sustained in the court of final 
resort, though they might be in the lower State or tederal 
courts through the effect of local influences. The directors 
then unanimously resolved that they would resist these laws, 
and instructed the managers to pay no attention to them 
where they conflicted with the rights of the stockholders or 
the plain business principles that should govern the trans- 
tion question.” 

St. Louis 
‘The board of engineer officers who reported last fall that the 
bridge would be a iormidable object to navigation and recom- 
mended that a canal with a draw be constructed behind the 
east abutment has made another report in which it gives de- 
tailed estimates for such a canal, making the cost $922,436, 
with an annual expense of $15,000 a year tur maintenance, 
But the board has come to the conclusion that such a canal 
would be unsatisfactory, both to steamboat men and the 
bridge company, and it suggests instead that a straight chord 
be substituted for the centre arch and the grade be increased 
as much as possible, or to substitute a pivot draw or a 
— chora truvs for the west arch. And if no acceptable 
modificution can be made, they believe that the bridge should 
be entirely reconstructed. And they propose, as the simplest 
way of doing this, ‘to remove ail three arches and substitute 
for them horizontal trusses at the same grade as the railroad, 
This is the structure apparently intend 


c this structure,” 


The board also answers Captain Eads reply to their former the Burlington & Missouri River road in Nebraska from Hast- 


report. 
International & Great Northern. 


for 1874 and 1875 into 7 per | Saco & Portsmouth, $22,428; Dexter & Newport, $1,179; 


bylaw. This change | ‘Utions were passed an. committees appointed to secure sub- 
could be made entirely pesimartens to the river navigation by, at | 8¢riptions to the stock. 
© same time, raising the e about 27 feet. he abandon- j 
ment or modification of the present approaches would result Bt. Joseph & Denver Oity : 
pee this change, but is one of the unavoidabie difficulties of 


Atlantic & St. Lawrence (Grand Trunk) is to pay $30,078 ; 
Boston & Maine, $26,842; Maine Central, $23,464 ; Portland, 


Portland Horse Railroad, $394; Portsmouth, Great Falls & 
Conway, $510; St. Croix & Penobscot, $210. 

The Atlantic & St. Lawrence, Maine Central and Dexter & 
Newport will probably contest the payment of the tax, claim- 
ing exemption under their charters. 


Deerfield Valley. 

A railroad is talked of from some point in Franklin County, 
Mass., up the Deertield Valley to Arlington or Dorset, Vt., on 
the Harlem Extension. Two routes are proposed, one fr.m 
the cast end of the Hoosac Tunnel up the valley through Wil- 
mington and Searsburg to Somerset, and thence westward to 
Arlington, this line being about 45 miles long. The other line 
is about 50 miles long, from Shelburne Falls, Mass., up the 
north branch of the river to Jacksonville, Vt., northward to 
Stratton and thence westward to the Harlem Extension. 


Rochester & State Line. 
The Gity Council of Rochester, N. Y., has ordered the issue 
of the last installment of $200,000 city bonds in aid of this 
road to be made at once. Tracklaying is to be resumed _ be- 
tween LeRoy, N. ¥., and Warsaw, and the track trom Roches- 
ter to Le Koy will be ballasted and made ready for use at 
once. 


Eurupean & North American. 

Arrangements are being made for a through train between 
St. Johu, N. B., and Moutreal, running over this road, the 
Maine Centra! und the Grand ‘Trunk. 


Selinsgrove & North Branch. 

The contract for the grading and masonry of 38 miles of the 
road, from Port Trevorton, Pa., southwest to Mifflintown, in 
Juniata County, was let March 12, and work was commenced 
Aprill. Sufficient stock has been subscribed to complete the 
road ready for the iron, The road will connect a large hema- 
tite ron ore district with the furnaces on the Reading road. 
It is intended hereafter to extend it through the Tuscarora 
Valley to Hancock, Md, 


Baltimore & Ohio. 


A number of cases are pending in the United States Cir- 
cuit Court in Baltimore, in which the Parkersburg Branch 
Company is sued to recover money paid for certificates of 
stock alleged to have been fraudulently issued by the Secre- 
tary. The cases have been in litigation some time and it is 
said that arrangements are being made for a compromise. 


Ogdensburg & Lake Champlain. 

Lhe suit brought by the Attorney-General of New York to 
compet the company to take the road out of the hands of the 
Central Vermont has been discontinued. In order, however, 
to test the validity of the agreement with the Central Ver- 
mont, a friendly suit has been begun by the company, which 
will bring the case to a final decision. 


New York & Oanada. 


In consequence of damage to the trestle work across Bull- 
wagga Bay by the ice, and of the necessity for constant use of 
the road by construction trains, the running of regular trains 
between Port Henry, N. Y., and ‘Ticonderoga has been discon. 
tinued until further notice, r 


Delaware, Lackawanna & Western. 

Preparations are sey | made to change the gauge of this 
compuny’s Utica line (the Utica, Chenango & Susquehanna 
Valley) trom 4 feet 84% in. to 6 feet. There are 54 miles of l 
road to be changed, from Utica, N. Y¥., to Norwich. ‘The 
change is made in order to avoid the trans-shipment of coal 


be ready and that the change will be made about May 15, 


New York Oentral & Hudson River. 


uted along the road near Utica, Iu that city the grading is 
being finished up through the city limits. 


Ohio Railroad Legislation. 
ture: 


ping all trains ut railroad crossings. 
‘Lo secure pay to persons pe:torming labor or furnishing ma- 
terials in constructing railroads, 
To authorize railroad companies to change the location of 
unfinished roads, 


Gulf, Colorado & Santa Fe. 


The county court of Galveston County, Tex., has ordered an 
election to be held May 20, to decide the question of subscrib- 
ing $500,000 to the stock of this company in uid of the build- 
ing of the tirst 50 miles. 


Selma, Marion & Memphis. 


Suit has been commenced te recover $100,000 damages tor 
misappropriation of the funds voted by Sheiby County, ‘Tenn, 
to aid in the construction of the road, 
Philadelphia & Erie. 

‘rhe temporary trestle bridge erected over Sinnemahoning 
Creek at Cameron, to replace the truss bridge burned April 
14, was carried away on the night of April 20, with tive cars 
loaded with iron which were standing on the bridge to hold 
it. The river was very high, and ratts coming down made a 
jam, which forced out the trestles, A heavy rain kept the 
stream fuli, making it very slow work to reset the trestles, and 
vn the night of the 24th only one span had been replaced. 
About 600 freight cars were then west of the bridge waiting to 
cross, and about an equal number east of it, 


Sweetwater & Tellico. 
This projected road is to extend from Tellico Plains, Tenn., 
northwest to Sweetwater, on the Kast ‘lennessee, Virginia & 
Georgia. The Tellico Iron Company has offered to iron and 
equip the road, which will be 2244 miles long, provided Monroe 
County (in which the whole road will be) will subscribe enough 
to grade the road bed. The estimated eost of grading 18 
$100,000, and an election is shortly to be held to decide the 
question of subscription. 


Memphis & Knoxville. 
A convention was recently held in Memphis, Tenn., to advo- 
cate the building of this projected narrow-gauge road. Keso- 


This company, it is'stated ina dispatch from St. Joseph, Mo., 
has made arrangements to run its trains over the 40 miies of 


ings to the Union Pacific at Kearney Junction. Through 


Asylum to recover 19,000 acres of swamp lands set aside to 
the Asylum by the law of 1865. The company claims that she 
lands were granted to it by the act of 1863, and that it was en- 
titled te a deed of the lands-on the completion of the road, 
Easton & Amboy. r 

Tracklaying has b.en commenced at Phillipsburg, N. J., and 
connection has been made with the Lehigh Valley track at the 
Delaware Bridge. ° 


Leavenworth, Atchison & Northwestern; 

The County Commissioners of Leavenworth County, Kan,, 
have ordered suit to be commenced against this company to 
recover damages for breach of the contract under which aid 
was voted to the road. 


Wallkill Valley. 


The office of the Superintendent has been moved from Kings- 
ton to Gos..en, N 


Kansas Midland. 


Work is in progress on this road, and some iron has been 
laid at the intersection of the Atchison, ‘lopeka & Santa Fe, 
near Topeka, Kan. 


Uniontown & West Virginia. x 

This road was sold at Sheriff’s sale March 4 and was purchased 

by John oe, the contractor, to whom the company owed 
,000. ecently a new company was ene 3 under the 

same name, which purposes going on with t 


Columbus & Toledo. 

At the annual meeting in Columbus, O., April 15, it was 
voted to begin work as svon as $1,000,000 is subscribed to the 
capital stock and there is a prospect of negotiating bonds at a 
reasonable price. It is stated that only about $125,000 of the 
stock subscriptions remain to be secured, The Engineer's re- 
port gives the length of the line as surveyed at 121.7 miles. 


Oaledonia & Mississippi. 

Contracts have been let for the grading, and work is to be 
commence 1 at once. The road is to run from Caledonia, Minn., 
eastward about 10 miles to the Chicago, Dubuque & Minuncsota 


road, 

South & North Alabama, 

This company has made arrangements to put on the market 
its land grant, which consists of about 400,000 acres of land 
on aud near the line of the road in Northern Alabama. Some 
otf the land is known to contain coal and iron, 


Richmond & Trans-Allegheny. 


The — of Franklin County, Va., will vote in May on the 
uestion of subscribing $200,000 to the stock of this company, 
his will be about $5,000 per mile for the line through the 
county. 


Green Bay, Wabasha & Faribault. 


Lhe directors have resolved to ask the towns along the line 
to take stock in this company and issue,their bonds in pay- 
ment. It is intended, if possible, to have the towng the ake 
owners of the road. . ’ 


Olympia. 
Work has been commenced on this narrow-gauge road, 
which is to connect Olympia, the capital of Washington ‘Ter- 


e work, 


County, Ill; J. C. Sheldon, Champaign County, Ill. The road 
is torun from Quincy, Ill., east to the Indiana line. 


The raiis for the third’and fourth tracks are being distrib- | Byeter & Salisbury. 


‘fo make engineers of railroad trains responsible for stop- | when Mr. Richard votter, the President, 


itory, with the Northern Pacific at Tenino. 


People’s Freight Railway. 


A company by this name has filed articles of incorporation 


with the Secretary of State of Illinois, The capital stock is to 


»e $10,000,000. The corporators are: Onias C. Skinner, Ko- 


dolphus K, Turner, + I.; T. J. Carter, John W. Bunn, 


4 eer : : | Sangamon County, IIl.; 
now required at Norwich. It is cpeted that everything wil John kK. Yeanern,’ Adams County, Ill.; W. I. Moffet 


ohn Gordon, Morgan County, IIL; 
eens 


The town of Exeter, N.H., has appointed a committee to 


inquire into the expediency of voting town bonds in aid of the 
construction of this road, 


The following 1uws have been passed by the Ohio Logisla- | Qyand Trunk. 


At the half-yearly meeting, in London, on the 9th of April, 
resented the report 
for the last half of 1873, witha long explanatory speech, the 
panic and the low rates since were presented as the causes pre- 
venting the fulfillment of the expeciations announced the year 
before, that as much as £75,000 would remain to divide among 
the preferences, but while there had been no improvement in 
rates since, it was said that there had been a large decrease in 
the cost of maintenance of road, due chiefly to the extensive 
renewals in steel and the mildness of the winter. Mr. Potter 
was unwilling to say when there would probably be a surplus 
for dividends, believing that to depend ‘chiefly on the revival 
of business and the advancing of rates. 

In the course of the meeting one of the stockholders, a Mr. 
Adams, said, addressing the President, that he was willing to 
give the board anotber twelve-months’ rope, but was not satis- 
fied with the report. He would like to see the capital account 
closed. ‘‘When,” continued Mr. Adams, ‘we have given you 
this twelve-months’ rope, if you do not make a very much 
larger amount of profit at the end of that time, I really think 
you deserve to be hung.” 


International. 

We learn that a bill has passed the Texas Legislature which 
settles, ina way satisfactory to the company, the controvermy 
with regard to the subsidy to be paid by the State to this 
roud, Pie original agreement was that the State should give 
$10,000 in its bonds for each mile built by the company. After- 
ward the validity of the ‘contract was called in question, and 
there was an effort, at one time apparently likely to be succest- 
ful, to repudiate the coutract entirely. By the bill passed on 
the 23d of April the State agrees to pay the bonds, in acco! 
ance with the original contract, for the line trum Jefferson, 0 
San Antonio, including all that part of the road now comple 
and about 130 miles northeast of San Antonio yet to be.com- 
pleted, most if not all of which the company will now probably 
complete this year, thus bringing its line to the headqual 
ters of the great ‘l'exas cattle country. 


Railway Employes’ Mutual Benefit Association of the 
Northwest, 

The report of Mr, W. T. Lindley, Secretary, submitted # 
the fourth annual convention in Cleveland, March 10, shows 
raveipte for the year ending March 9 amounting to 85%, ' 
of: which $9,804.89 was on hand at the beginning of the yes 
$550.50 was interest on. deposits, and the remuimder was 
ceived from memberships and assessments. The expenditures 
were $44,943 tor 23 losses, the insurance paid varying BF 
$1,740 to $2,342, and $2,623.10 for current expenses, leaving * 
balance of $11,792.29 in the Treagur. 1’s hands. 





trains will be run between Kearney Junction and St. Joseph, 
making close connection with the Union Facitic trains, and a 


The rebuilding of the old Houston Tap & Brazoria road has | considerable ‘crease of business is expe i 
ected from this ar- 
oa ew and truius now rua regularly ever the 50} rangement. Tue distance trom Kearney Junction to St. 
mules trom Houston, ‘Lex., southward to Columbia. It is Joseph by this line is 267 miles, and by way of Omaha, 329 


known as the Columbia Division. 
Maine Railroad Taxation. 


The Governor and Council of Maine have made the first annual 


Qssessment of taxes on the 


miles, 


St. Paul & Ohioago. 





eewlaw. The whole amount of tax is $105,045, of which the 


Great Western of Canada. 
The directors announce with regard to the published te” 
ram from Canada that there was a surplus suflicient t pe) 
ividend on the ordinary shares at the rate of 3% per cent. 
annum, but that this was subject to the examination of 
accounts by the directors and auditors when recelV 
Canada ; tliat the detuiled accounts having been recei 


This company, wiich built the Milwaukee & St. Paul’s River | Canada. and examined by them, they find that the rate of div 
8 of the Stave under the.| Division from St. Paul to Winona, has begun suit against the | jdend above mentioned wan arrived Xt by carryin 
Governor of Minnesota and the Trustees of the State Insane | tion of the amount expended on the final renbwel of the mala 


over # 
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line with steel rails to the next half-year, and, as the directors 
do not approve ot this, they’have ordered the whole amount 
spent during the half-year to be charged, and thereby the 
amount available will be reduced so as to permit of the dec- 
laration of dividend at the rate of 2% per cent. per annum, 
and leave a balance cf £4,359 to be carried forward to the cur- 
rent hall-year. 


Oanada Pacific. . 

Mr. Sanford Flemirtig, Chief Engineer, has ordered the dis- 
trict engineers in charge of the surveying parties for the sec- 
tion of the road in British Columbia to proceed to that Prov- 
ince at once and continue the surveys and explorations for the 
line. 

California & Texas Construction Oompany. 

A special meeting of the stockholders is to be held in Phila- 
delphia, May 6, to consider a plan for a reorganization of the 
company, Which will Le submitted by the directors. 


Cincinnati Southern. 
Bids for 25 miles of 
Lexington, were awarded April 21, in addition to the 60 miles 
of wor 
tucky south of Lexington is progressing steadily, though much 
delayed by heavy rains, and the contractors expect to make a 
large month’s work in May. Thé'work on this part of the line 
is heavy, except a few miles. The contractors on the King’s 
Mountain Tunnel have been delayed by water in the shafts 
andalso by the hardness of the rock, Steam drills are now 

being used with good success. 


Louisville, Paducah & Southwestern. 


This is the new name adopted by the Elizabethtown & Padu- 
cab Railroad Company, and by which that road will be here- 
after known. 

The bridge over Salt River was finished April 20, completing 
the new line to Louisville and the road was opened for through 
business from Louisville south April 21. The new line to 
Louisville leaves the original line at Cecilia junction, six miles 
west of the old terminus at Elizabethtown, Ky., and is 45% 
miles long, of which 26 miles was finished in 1873. The whole 
length of the company’s road 1s now 232% miles. 

he Salt River bridge is an all iron Whipple draw, 302 feet 
long with 61 lineal fe-t of wrought-iron treatle at each end, the 
bridge seats resting on double Phenix columns. It was built 
by the Baltimore Bridge Company and raised without false 
work of any kind. The same firm has also erected on this line 
two iron trestles, one over Abrams’ Run, 576 feet long and 80 
feet high, the other over Fletcher’s Hollow, 704 feet y Ben and 
130 feet high. . 


Minnesota Railroad Commission. 

The Minnesota Railroad Commissioners held a meeting in 
St. Paul, April 22, at which were present, besides the Com- 
missioners, Messrs. Merrill and Gault, of tne Milwaukee & St. 
Paul road; Bishop, Blakely and Berkey, of the St. Paul & 
Sioux City ; Receiver Mcllrath, of the Southern Minnesota, 
and ex-Attorney General Cornell, 

The object of the meeting was for arriving at a better under- 
standing of the law passed at the last session of the Legisla- 
ture. The principal points considered were the provisions 
relating to throug. tariffs, which shall not be discriminating, 
which are to be instituted May 15. There was a long discus- 
sion between the Commissioners and the railroad representa- 
tives, but no definite conclusion was reached. e@ companies 
expressed a disposition to abide by the law. 


Lake Superior & Mississippi. 


The transfer of the road to the stockholders was completed |i 


April 21, the necessary papers having been signed on that date. 
Under the agreement the lease is considered to have been can- 
celed February 1, and the transfer is made as of that date. The 
contract includes a satisfactory adjustment of all questions 
concerning real estate and harbor improvements at Duluth, 
which latter had been projected or partially completed by the 
Northern Pacitic Company. The latter company retains a 
half intere.t in that portion of the line lying between Duluth 
and Thomson Junction, 24 miles, having in the settlement 
allowed $500,000 therefor. 

Temporary arrangements have been made to lease of the 
Northern Pacific Company the equipment required. Four 
locomotives out of 18 purchased will be delivered at unce and 
150 box cars have been ordered. ‘The work of relaying the 
wack where needed will be begun at once, 


Berks Oounty. 


Track is now laid from Reading northward 19 miles, six miles 
beyond the late terminus at Moselem. On the other end of the 
ine track has been laid and trains are running from Slating- 
ton southwest to Germansville, seven miles. This leaves a gap 
of 17 miles between the two ends of the road. Work has been 
somewhat delayed by wet weather. 


Palisade & Eureka. 


An engine and five cars are on the road and track-laying is 
being pushed forward from Palisade, Nev., southward. 4t is 
game that there will be no further delay in completing the 


Frankford & Breakwater. 


The road is graded for nearly 10 miles, from Georgetown, 
Del., south by east to Millsboro, Track-laying is in progress 
and iron is laid for 244 miles from Georgetown. The road will 
be about 15 miles long, from the Junction & Breakwater road 
Mt Georgetown to Frankford. 


Monterey & Salinas Valley. 
wot on the —¥ | of this road was commenced near 
onterey, Cal., April 20. The material for the road has all 


en purchased, and it is intended to have the road finished to 
Salinas City this summer. 


Toledo, Wabash & Western. 


Suit has been commenced by the Attorney General of I]li- 
hols On behalf of the Railroad Commissioners in the Morgan 
j y Cireuit Court to recover from this company $100,000 
ae and $5,000 damages. The suit is brought under the law 

1878 for alleged extortion in freight and passenger charges. 
Grand Rapids & East Sagina 

Ww. 

A mortgage for $1,500,000 on this projected road has been 

sda ae record in the counties through which the road is to 


Albia, Knoxville & Des Moines. 


In of United States Circuit Court at Chicago suit has been 
due f t by Josiah B. Grinnell to recover a balance of $50,287.88 
engineering and work done on this road. 
& North Shore. | 
new track or short cut from Hunter’s Point, N. Y., to 
is completed and trains commenced to run over it 
The distance by the old line is three miles, which is 


April 97, 
weattoned Somewhat by the new track. The new line will be 
48 @ second track. 


Paul & Pacific, 


‘oa law recently passed providing that no lands 

and tee to the company until all the claims for 

ma should be paid, claims amounting to about 

SSS See 
ing that of De Gr : F 

Sehalf of the bondholders Mr. J. P. Farley, the Receiver, 


Pl 
wee 


ading in Scott County, Ky., north of 


in Tennessee let last week. Work on the line in Ken- 


ut in a general denial to all the claims, for the purpose of 
nging them into Court. ‘The bondholders diene that 
money was advanced to the old management for the = 
of paying these claims, but was misappropriated and used fo 
other purposes. 


Chesapeake & Ohio Oanal. 


At the monthly meeting of the board in Annapolis, Md.. 
April 15, the President reported that the canal is now in good 
condition throughout its entice length. Busi has opened 
well, but it is feared that the coal trade will not be active dur- 
ing the season. The Legislature has passed an act authoriz- 
ing the company to sell or lease the surplus water all along the 
hne of the canal. This will increase the revenue by enabling 
the company to sell water at certain points for manufacturing 
purposes, without interfering with navigation. 

For the ey oe extension westward of the canal, interest 
in which has been lately revived, two routes were surveyed in 
1824-25 by officers of the United States Engineer ——_ The 
first, or Wills’ Creek route, leaving Camberland by the valley 
of Wills’ Creek, ascends that stream 29 miles to the Summit 
tunnel, 4 miles in ages designed to pierce the main divide 
between the waters of the Potomac and those of the Ohio at 
an elevation above tide of 1,972 feet. The canal, emergin 
from the tunnel in the waters of the Oasselman’s River, fol- 
lows that stream toits junction with the Youghiogheny, a 
distance of 35% miles. 

The second route, called the Deep Creek route, follows trom 
Cumberland the North Branch of the Potomac to the mouth 
of the Savage, thence by Savage River and Crabtree Creek to 
the Summit level, distant 45 miles from Cumberland. The 
tunnel on this line will be but 144 miles in leagth, although at 
an eevation higher by 400 feet than on the Wills’ Creek route. 
The Summit level is 3 miles in length, and from its western 
end the canal follows Deep Creek and the You ~~ yf to 
the mouth of Casselman’s, a distance of $1 es, the total 
distance from Cumberland being 89% miles, or 19%% miles 
longer than the Wills’ Creek route. 

Last year a survey was made of a third route by the Savage 
River, which leaves the Deep Creek route at the mouth of 
Crabtree Creek, and follows the Savage, bearing nearly north 
for eight miles, to the mouth of Blue Lick Creek, and 
thence eastward three miles to the Summit tunnel level. This 
tunnel would be tive miles long. and lead directly into the Cas- 
selman’s River, at Pleucher’s Narrows, at the place where the 

apply reservoir for the Wills’ Creek route would now be loca- 
fed This tunnel would have an elevation of 2,100 feet above 
ide, and be 128 feet higher than Wills’ Creek Summit level. 

hence the route hes in the valley of Casselman’s River, for 
twelve miles to the mouth of Flaugherty Creek, joining the 
main line. 

The estimated cost of the canal by this line is $19,900,000, 
and there is sn abundant supply of water, 

This line would — up some good coal, timber and fire-clay 
lands, now practically inaccessible. From Pittsburgh uv the 
Monongahela there is good slack-water navigation to the 








Fig. 96. 


Fig. 97. 


mouth of the Yonghiogheny, and a company was lately incor- 
porated to itnprove the Youghiogheny by means of locks and 
dams, forming a slack-water navigation as far up a» Ohio Pyle 
Falls. 70 miles from Pittsburgh and 17 miles above the 
mouth of Ca»selman’s River. 


Parker & Karns City. 


The first half of this road, from Parker, Pa., to Martinsburg, 
required some very heavy work. On this section the grades 
are very heavy and there are several long trestles, one of 
which is 78 feet high, From Martinsburg to Karns City the 
work is lighter and the road more level. The road is substan- 
tially built and cost $200,000, or $20,000 per mile without equip- 
ment. It is 10 miles long, isof sa and is now doing 
avery large business for so new aroad. The equipment con- 
sists of three locomotives, one baggage and four passenger 
cars and 36drcight cars. 





Papers Desired by the American Society of Civil 
Engineers. 


The following report of the Committee on Library, compri- 
sing a list of subjects relating to the practice of engineering, 
was adopted January 5, 1874, at a meeting of the American 
Society of Civil Engineers: 

In response to a resolution of the Board of Direction, passed 
Decembor 1, 1873, requesting the Committee on Library to 
—— a list of subjects relating to the practice cf engineer- 

ng, its connection with kindred arts and public affairs, on 
which papers should be solicited, said Committee beg leave to 
report the following list, and recommend that it be pub- 
lished in the Jransactions, with a request to bers that 
they prepare papers upon such as ed be within their several 
experiences, and give early notice of their intention so to do, 
CHARLES MACDONALD, 
Chairman Committee on Library. 


PAPERS ARE SOLICITED: 


1, On the relation of railroads to the public as represented 
by the State. 

2. On the present development of railroad construction in 
America with the relation to the requirements of population. 

8. On the cost under various circumstances of transporting 
different classes of freight on railroads, with suggestions as to 
possible means of lessening the same. 

4, On the cost of transporting pesengers by rail; dis- 
tinguishing between through, local and suburban traffic. 
5. On the delivery, storage, and distribution of freight in 


large cities. . 

& On the relative merits of the two methods of supplying 
meats to large cities, viz.: by transportation of animals on the 
hoof or after slaughtering. 

7. On rapid transit for passengers in e cities. 

8. On the relative economy of water rail transportation 
from the West to the seaboard, together with the introduction 
of steam as a motive power on canals. 








9. On cost of transportation of coal to market, as affected by 
grades on existing lines. 

10. On the relative economy of the several kinds of fuel used 
for purposes of transportation. 

11. On the manufacture, testing and wear of iron and stecl 
rails, and relation of rail section to weight of —o-. 

12. On the different appliances used for rail joints ; the ex- 
tent of their application and relative economic value. 

13. On traction engines. . 

14. On recent progress in America in the construction of 
bridges in iron and steel. 

15. Giving detailed descriptions of any work in civil or military 
ap ey as faras executed. Reports upon the St. Louis 
and East River bridges as examples. 

16. On the determination of strains in pivot bridges and 
turn-tables. 

17. On general specifications for bridge construction, classi- 
fication, loading, and factors of ey 

18. On the relation of railroad bridges to inland navigation. 

19. On American irons, enumeration of number and extent 
of districts of supply, with general characteristics of each, and 
brief notices of undevelo iron deposits, 

20. On the manufacture of iron and steel in America, with 
descriptions of the latest improvements in macuinery, inclu- 
ding mechanical puddling and the application of hydraulic 

wer. 

21. On testing machines. 

22. On the proper methods to be observed in making experi- 
ments, and the reduction of experimental observations, 

23. On the appliances for and methods of rock boring and 
—s and the results obtained. 

24, On mechanical, methods of transmitting power—ropes, 
air, steam, etc. 

25. Giving description of engines and machines involving 
novel principles in their construction or application. 

n the construction of large locks for canals and rivera, 

27. on the equalization of water flow in rivers. 

28. On submarine blasting, with illustrations and deserip- 
tion of progress of works in America, 

29. Giving details of the latest methods pursued in explor- 
ing — water in the soil, and also in testing foundations under 
water. 

30. On the prevention of the pollution of rivers by, and the 
utilization of, sewage. 

81. On the determination of the resistance offered Ly semi- 
fluids to the sinking through them of piles or caissons, 

32. On the sustaining power of different earths. 

33. On the preservation of timber from decay, and from the 
action of insects, 

34. On the construction of potelelng walls for sustaining 
semi-fluids, and experimental tests of the various theories, 

35. On the production of mineral oils. 

36. On the manufacture of coal gas, including experimental 
results obtained from materials in America, 








37. On materials for street pavements, 








(Entered according to Act of Congress, in the year 1874, by the Rar- 


ROAD GAZETTE, in the office of the Librarian of Congress, at Wash - 
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@HE CATECHISM OF THE LOCOMOTIVE. 


By M. N. Forney, Mechanical Engineer, 
PART X—(Continuxp). 


THE CYLINDERS, PISTONS, GUIDE-RODS, AND CON- 


NECLING-RODS, 

Question 162, How is the piston-rod fastened to the piston ? 

Answer, It fits into a straight or tapered hole in the piston 
head, in which it is fastened either with a key, k, k, as snown 
in figs. 96 and 97*, or is fastened by a nut on the frunt side of 
the piston. 

Question 163. How is the piston constructed ? 

Answer, It is made of two cast-iron piecer, Band 0, the 
one, B, called the piston-head or spider, to which the piston- 
rod ) is attached, The other part, U, called the folio ver-plate, 
is boited to the piston head by the bolts ¢, ec, called follower- 
bolts, The piston-head has lugs or projections, d, d, d, cast in 
the inside, to which the follower-plate is bolted. Hollow 
spaces are thus left between these lugs. 

Question 164. How is the piston made to work steam-tight in 
the cylunder ? 

Answer, By means of two rings, A, A, figs 96 and 97, called 
packing-rings. These rings are turned of the same size or a 
little larger in diameter than the cylinder, They are then cut 
open at one point in their circumference so that they can be 
pressed apart or expanded by the springs a, a, called packing- 
springs, on the inside of the rings, These springs are pressed 
out by the nuts and bolts p, p, called packing-bolls and pack- 
ing-nuts, 80 that when the rings wear they can be expanded so 
as to fill the cylinder completely. The place where the one 
ring is cut is placed opposite that of the opening in the other 
ring, or they are made to break joints, as it is called. This is 
done to prevent the steam which leaks through the opening 
where the one ring is cut§from passing through to the other 
side of the piston. These rings are usually made of brass aud 
have a groove, ¢, c, fig. 97, turned in them, which is filled with 
what is called Babbitt’s metal, the composition of which will 
be given in the chapter on Friction. This metal is used be- 
cause it is less liable to scratch the cylinders than brass alone. 
Another ring, d, d, made of cast-iron and as wide as the two 
brass rings is placed inside of the latter and is intended to 
furni h a bearing for the springs and thus distribute the 
pressure of the springs equally on the packing-rings. This 
iron ring is also cut open at one point. 

Question 165. How is the piston-rod made to work sleam- 
tight through the cylinder-head ? 
Answer. By what is called a stuffing-bor. This consists of 


a cylindrical chamber, r, r, fig. 92, which is made about 14% 
inches larger in diameter than the piston-rod. This leaves a 
space % of an inch wide all around the rod. This space is 
filled with hemp or some other fibrous material, called pack- 
ing, saturated with oil or melted tallow. This packing is 
compressed by a hollow cylinder, s, 8, called a gland, the in- 
side of which fits the piston-rod and the outside the stuf- 
fing-box. This gland is forced into the stuffing-box by nuts, 
t, t, which are screwed down on a flange, u, attached to the 
gland. The packing is thus compressed in the stuffing-box 
and forced against the piston-rod (which is made smooth and 
perfectly round and straight) and against the sides of the 

stuffing-box so that no steam can escape around the piston- 


* Fig. 96 is an end view of the piston with the follower-plate re- 
moved. Fig. 97 is a section through the centre. 








